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These two new GMT trailers—the TT-252 and Their features are simplified and improved. H. A. | 
the TT-418—offer many outstanding acivan-_ In every respect, they are built like trucks, to 
tages in construction and design. Their pay- stand up under heavy going, indefinitely. In- B. J. | 
load capacity is greater, while the dead- vestigate the facts today. The coupon below _ 


weight of each unit is less. Their frames, will bring you complete information about 
axles and springs are bigger and stronger. the complete GMT “‘truck-built” trailer line. 
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CHECK THESE 
ADVANTAGES OF GMT 
TRUCKS AND TRAILERS 


Many wearing parts of tractor and trailer are 
interchangeable. 
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THE NEW TT-252 
5-10 TON SEMI-TRAILER AT *810 


offers these spectacular advantages 

















GMTs have a greater service representation 
than all other leading makes of trailers 
combined. 


Haulers who are using semi-trailer equipment will find that this new 
GMT 5-10 Ton Unit at $810 will produce remarkable hauling economies. 


The unusually high payload capacity of the TT-252 has been accom- 
plished with less than the usual dead-weight. The abundant strength 
of the frame is assured through the use of one-piece pressed steel PF 
with a depth of 11°%c inches, and six deep channel cross-members 
with exceptionally wide gusset plates. A larger axle beam and heavy 
auxiliary type springs are provided. The fifth wheel is notable for its or 
simplicity and rugged design. The improved, front wheel supports are 
quickly adjustable, with fully-enclosed and protected operating mecha- 
nism. Heavy drop-forged demountable wheels are standard equipment. 


THE NEW 11-418 4-WHEEL TRAILER, 3-5 TON, AT *785 1 


This new GMT 3-5 ton 4-wheel trailer offers increased 
payload capacity with lower dead-weight. The frame is 
exceptionally strong, and introduces one-piece pressed Q 
steel drop-frame construction to 4-wheel trailer design, 
resulting in a lower center of gravity. The frame is 8% 
7 inches deep, strengthened by channel cross-members. The 
front end of the frame is in-swept to provide maximum 
turning radius. Among the other features are an improved c 
draw bar of seamless steel tubing, stronger and lighter in 
weight; heavier rear axle, 2%4 inches square; heavy-duty 
plain bearing turn table; and demountable disc wheels. 


GENERAL MOTORS TRUCK CO. 


(A Subsidiary of Yellow Coach & Truck Mfg. Co.) 3 
PONTIAC MICHIGAN | | 


Truck-type brakes are used on GMT trailers. 
Power actuation is available. 


e 
“‘One-Man” Fifth Wheel enables the driver 
to couple and uncouple without assistance. 
e 


L¢ 


GMT “‘truck’’ design and manufacturing pre- 
cision mean reduced weight, greater strength, 
greater payload capacity and longer life. 





General Motors Truck Company, Pontiac, Michigan 


Please send me complete information on the complete line 
GMT truck-built trailers. 
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MAKE HIM Why fight against the tremendous 

PURR! odds of high tariff and the “Buy 
British”’ movement? Follow the lead of scores of alert 
American and European exporters—establish a factory in 


Great Britain. 


Gain the advantage of a “Made in England” label. Be 
on the profit side of tariff walls. Stop worrying about the 
difference in monetary standards. Prices quoted in Pound 
Sterling to other parts of the British Empire encourage more 


business than when quoted in dollars. 


Factories on the L.M.S. right-of-way are available at amaz- 
ingly low cost. Our files contain a complete listing along 
with floor plans and photographs. We believe we can prove 
to you—as we have to so many others—that manufacturing 


in England is a profitable venture. 


At least it is an idea worth investigation. Your request for 


particulars will be held in strict con- 


fidence; entails no obligation. Just | IM Ss 


write or phone. 


GREAT BRITAIN 





LONDON, MIDLAND & SCOTTISH RAILWAY OF G. B. 


[LONDON, MIDLAND & SCOTTISH CORPORATION | 





BRITISH LION 


1 Broadway, New York City 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Take the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Equalization of regulation of the various agencies 
of transport. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by 
sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





MOTOR VEHICLE REGULATION 
[HERE is, perhaps, no more serious obstacle to the 


proper understanding and solution of the problem of 
commercial motor transport regulation than the attitude 


apse ’ Se 
of associations of automobile manufacturers and dealers. 


It is well that, regardless of the truth or falsity of statis- 
tics issued by either side in the controversy as to regula- 
tion and taxation, the motives of those engaged in it and 
their right or lack of right to participate in it be 
explained. 

In the first place, the problem is one purely of trans- 
port—not of manufacture and sales. Those who make 
and sell motor vehicles have no more place in the con- 
troversy than have makers and sellers of railroad equip- 
ment. In other words, their interest is purely that of 
merchants and manufacturers who desire a larger mar- 
ket for their product and who think that this or that 
policy will restrict or enlarge that market—just as man- 
ufacturers of railway equipment desire the railroads to 
be prosperous so that they may buy and use more equip- 
ment. That ought to be plain to anyone. The transport 
problem, on the other hand, is what the phrase means— 
merely a question of transport—and is not to be decided 
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because of anyone’s selfish interest, either that of the 
railroads or that of the motor transport people—certainly 
not that of the railway supply people or the manufac- 
turers of automobiles. 

In the second place, even if they had a proper place 
in the debate—other than as citizens with a right to ex- 
press their views—the statistics given out by these asso- 
ciations are incorrect and their effect misleading. In_ 


a = oe TE en re ne “ ~- Nn a 
considering the matter of taxation, they always compare 


all the taxes and fees paid by all kinds of automobiles 
with the taxes paid by railroads. We submit that taxes 
paid by railroads and taxes paid by automobiles are ad 
valorem taxes and are easily comparable. If there is an 
unfair burden on the one as compared with the other, 
that is not due to any governmental policy but to the 
antics of local tax assessing bodies, and is to be adjusted 
before them. It is in no sense a transportation problem. 
It is the same kind of problem that would be presented 
if John Smith thought his house was unfairly taxed as 
compared with that of his neighbor. 

But what these folks mean when they talk of “taxa- 
tion” is not only the ad valorem taxes paid by all own- 
ers of property, real and personal, but all the license and 
other fees paid by all kinds of automobiles. It ought to 
be plain that only such of these fees as are paid by com- 
mercial motor vehicles in competition- with the railroads 
in the hauling of goods and passengers are properly a 
factor in the problem. These fees are paid for the con- 
struction and maintenance of the highways the vehicles 
use in their business and are comparable, not with the 
taxes the railroads pay, but with what the railroads pay 
for construction and maintenance of their roadways. 
They are not taxes, but rentals. What, for instance, has 
the fact that owners of private automobiles pay so much 
each year for the construction of highways to do with 
the matter of commercial transport? 

The proper procedure is for everyone concerned, in- 
stead of shooting misleading statistics at an ignorant 
public in order to build up a false showing, to unite in 
establishing, first, the correct principle that commercial 
users of the highways—quite aside from the matter of 
the taxes that everyone pays—should pay their fair share 
of the cost of building and maintaining the highways, on 
the theory that they use them as a place of doing busi- 
ness and that, if they do not pay a fair rental for them, 
they have an unfair advantage over their competitors, 
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Then it should be determined whether or not they are so 
paying sufficiently. If they are not, they should be com- 
pelled to do so. If they are, then the matter is settled, 
except that there should be uniformity in the method. 
It profits little the motor vehicle operator in a state that 
requires too much of him in this respect to know that, in 
another state, operators in the same line of business pay 
too little, even if the sum total is sufficient. 

As to regulation, the same degree of it, both state 
and interstate, ought to be applied to both kinds of trans- 
port, so far as possible. As we have said before, we 
would not have regulation piled on the commercial motor 
vehicles merely for the sake of equalizing conditions; 
rather, we would .have these conditions equalized by 
putting some necessary regulation on the motor vehicles 
and taking some unnecessary and unwise regulation off 
the railroads; but a fair government policy calls for 
equalization by some method. 

It seems to us that the automobile associations of 
which we have been speaking would serve a much better 
purpose and be contributing more to the public welfare 
if they would devote their efforts toward developing. the 
real facts in accordance with correct principles, either 
doing it themselves or helping to set up some inde- 
pendent body that would do it, instead of taking “sides” 
and endeavoring to show how much the automobiles pay 
for this or that in comparison with what the railroads 
pay. It means nothing to say that John Smith pays 
more than Bill Jones and, therefore, is unjustly treated. 
It must first be determined why and for what purpose 
both pay what they have to pay. 


We foresee a time when the automobile associations 
and individual manufacturers will have to change their 
policy in this respect, whether they wish to or not. It 
will come about through the growing opposition of the 
automobile-buying public to the usurpation of the high- 
ways by unregulated commercial motor vehicles. There 
is much of that sort of sentiment now, and it is growing. 
Motor clubs may insist on policies of strict regulation 
because their members desire clearer roads and it may 
even come to pass that a manufacturer of an automobile 
will increase the sales resistance he encounters if he is 
known to be antagonistic to reasonable and proper high- 
way taxation and regulation. 


These things usually iron themselves out over a 
period of years. Highway transportation is compara- 
tively new and those engaged in it have yet to find them- 
selves, just as the public and those who make its laws 
wiil probably wobble right after many mistakes and crazy 
experiments. There is a right and a wrong that can al- 
ways be found and usually is found. Twenty years from 
now—if, in the meantime, conditions have not become 
so bad that the government has had to take over the rail- 
roads—we shall probably see a fair and business-like 
method of regulating all kinds of transport, and some 
sort of sensible coordination. That happy consumma- 
tion can be much ‘hastened if those most concerned will 
be a little more reasonable and a little less selfish. 
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that the motor vehicle business is not the motor — 
port business, The latter may be so conducted as to help 
or to injure the former, just as the railway transport 
business may be so conducted as to hurt or to help the 
railway supply business, but transport must be regulated 
and taxed, not out of regard for business dependent op 
it, but out of knowledge as to what is necessary and wise 
for transportation itself. 


HORSEFEATHERS! 


T now appears that, under a Commission ruling, the 

railroads may not utilize for advertising and publicity 
purposes, space on their tariffs that otherwise would be 
blank. Of course, the railroads pay for these tariffs and 
furnish them free to those who need them, and, of course, 
they are permitted to advertise and to issue propaganda, 
but they must not combine the two. The matter is a 
small one, except for the principle involved, but it is an 
illustration of the silly lengths to which the Commission 
goes in regulating the ordinary business practices of the 
railroads. They may be expected, we suppose, meekly 
to submit to the expense and trouble of issuing another 
tariff to replace the one criticized by the Commission 
and to abstain from such improprieties in the future. 
We may expect them also soon to receive and obey an 
order from the Commission that their traffic representa- 
tives must not eat pancakes for breakfast, on the theory 
that such a practice interferes with digestion and thus 
decreases efficiency. There are no regular words in our 
vocabulary that adequately apply to this incident, though 
there are several slang ones. “Hooey” is a good one and 
“bunk” is also good, but, on the whole, we prefer “horse- 
feathers.” 


LOW PASSENGER FARES 


HE Central Passenger Association has refused a re- 

quest made by the Associated Traffic Clubs of America 
for one fare for the round trip on the occasion of its con- 
vention in Louisville next October, though it is granting 
that fare for a meeting of one of the regional advisory 
boards in the same city earlier in the week. It always 
makes this rate for advisory board meetings, but is de- 
clining to do so for the traffic clubs on the ground that 
it thus would create a precedent. 

We have no inclination to find fault with the pas 
senger association for its action, though much could be 
said in support of the same sort of consideration for traf- 
fic club meetings that is given to advisory board meetings, 
for what the railroads do in this matter is their own 
business and no one has any right to demand less than 
the legal fare. It is purely a matter of what the railroads 
think is good business for themselves. We do think, 
however, that the railroads are somewhat short-sighted 
in this, as in many other matters. 

In Louisville the week in question will be held meet: 


ings of the shippers’ advisory board, the Associated 
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Traffic Clubs of America, the National Association of 
Freight Traffic Officers, and the Association of Past Pres- 
jdents of Traffic and Transportation Clubs—making the 
occasion a real “transportation week.” If there are low 
fares the crowd will be large; if there are not, the crowd 
will be correspondingly small. The railroads are con- 
fronted merely with a question of business judgment as 
to whether it is wiser to make fare concessions or not to 
make them, the size of the crowd to be transported being, 
however, only one phase of it; it should be borne in mind 
by them, we think, that the meeting of the Associated 
Traffic Clubs of America, for instance, is at least as val- 
uable to the railroads as that of the regional advisory 
board ; the traffic clubs at these meetings are endeavoring 
to develop transportation facts and sound policies; the 
railroads are supposed to be desirous of promoting edu- 
cation and spreading correct information. That is what 
the traffic clubs are dong. 

It can hardly be expected that individual railroad 
lines will make low rates for transportation week in 
Louisville for educational reasons—though the passen- 
ger associations might well do so—but they will be over- 
looking something, we think, if they do not put in low 
rates for the sake of hauling the passengers. They are 
doing things of this sort all over the country on one pre- 
text or another in order to increase their passenger traffic. 
They ought to be looking for good excuses for making 
low rates instead of trying to find reasons for avoiding 
them; this they have seemed to be doing, but the associa- 
tion action with respect to transportation week in Louis- 
ville seems inconsistent. 


COMMISSION REPORTS 


Paper Tablets, Etc. 


No. 23630, Hopper Paper Co., Inc., vs. A. & R. et al. By 
division 2. Rates, paper tablets, Richmond, Va., to points in 
southern territory prior to May 1, 1931, unreasonable to extent 
they exceeded the corresponding contemporaneous fifth-class 
rates. Complainant entitled to reparation. Rates, paper tab- 
lets, on and after May 1, 1931, and on paper articles, in mixed 
carloads, from Richmond, Va., to points in southern territory, 
not unreasonable. 

Fruits, Etc. 


I. and S. No. 3707, fruits, to, from, and between southern 
points. By division 3. Proposed cancellation of commodity rates 
on currents, quinces, apricots, damsons, persimmons, cherries, 
grapes, cantaloupes and melons, other than watermelons, and 
application in lieu thereof the full southern classification basis 
between points in the south and between points in southern 
territory, on the one hand, and points in official territory, on 
the other, found justified. Order of suspension vacated as of 
September 9 and proceeding discontinued. The Commission 
said with the exception of grapes and cantaloupes the rates 
proposed to be canceled were so-called paper rates and for the 
most part would not affect the shippers. Cancellation of the 
commodity rates on cantaloupes and grapes, however, it said, 
would result in application of higher class rates. 


Lime 


I. and S. No. 3667, lime between western trunk line points. 
By division 3. Proposed changes in rates, lime, St. Louis, Mo., 
and related points of origin to certain destinations in Missouri, 
Kansas, Nebraska and South Dakota, found not justified. Sus- 
pended schedules ordered canceled on or before October 1 with- 
out prejudice to the filing of new schedules in accordance with 
views expressed in the report. Proceeding discontinued. Com- 
mission said the occasion for the proposed changes in rates was 
that by fourth section order No. 10680, dated August 1, 1931, 
further relief from the provisions of the fourth section was 
denied. At the hearing respondents suggested rates which the 
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report said in every instance were lower than those proposed 
and suspended. All that the respondents now sought to justify, 
according to the report, were: (a) A minimum local rate of 
19 cents from St. Louis to points on and south of the Santa Fe 
from Chanute, Kan., through Erie and -Walnut to Frontenac, 
Kan., thence on and west of the line of the K. C. S. through 
Gulfton, Mo., to Neosho, Mo., thence north and east of a line 
through Baxter, Columbus, and Parsons, Kan., to Chanute; (b) 
rates from the groups represented by Peoria, Chicago, and St. 
Paul to the same district based on the present differentials, cor- 
rected, over the rate from St. Louis; (c) proportional rates on 
traffic originating east of the Illinois-Indiana state line to be 1 
cent lower than as proposed in paragraphs (a) and (b) above; 
(d) rates from Neosho, Ste. Genevieve, Byers, and Brickeye, Mo., 
to the district described to be 1 cent higher than from St. 
Louis. At present rates from these points of origin are gen- 
erally 3 cents higher than from St. Louis. In connection with 
the foregoing proposals all fourth section departures would be 
eliminated over existing routes. The finding of the Commission 
is Without prejudice to the establishment of rates in accord with 
those suggested by respondents as outlined in the report. 


St. Louis Off-Track Stations 


I. and S. No. 3741, off-track stations in St. Louis. By divi- 
sion 3. Report written by Commissioner McManamy. Pro- 
posal of Nickel Plate to establish an off-track station for receipt 
and delivery of less-than-carload freight at 620 South Seventh 
Street, St. Louis, Mo., and proposed drayage allowances found 
justified. Order of suspension vacated as of September 6 and 
proceeding discontinued. Practically all other carriers serv- 
ing St. Louis or East St. Louis protested. 


Dowel Sticks 


No. 24577, O. W. Seibert Co. et al. vs. Maine Central et al. 
By division 3. Rate, rough-turned or sawed dowel sticks, Rum- 
ford, Me., to New York, N. Y., applicable, not unreasonable in 
the past but is and for the future will be unreasonable to the 
extent that it exceeds or may exceed by more than 15 per cent 
the rate contemporaneously in effect on lumber manufactured 
from the same kinds of wood from and to the same points. Rate, 
same commodity, Rumford to Gardner, Mass., inapplicable; ap- 
plicable rate was and is the lumber rate of 20.5 cents which was 
not and is not unreasonable. Reparation awarded. Order for 
future effective on or before December 1. 


Iron and Steel Tanks 


No. 24496, Birmingham Tank Co. vs. Southern et al. By 
division 3. Reparation awarded on finding that section 3 of 
rule 34 of consolidated freight classification, as applied to eight 
shipments of iron and steel tanks and accessories, made be- 
tween May 25, 1929, and February 28, 1930, from North Bir- 
mingham, Ala., to Spruce Pine, N. C., and points in Arkansas, 
resulted in collection of unreasonable charges. Rule operated 
to increase the freight charges by reason of defendants’ failure 
to furnish cars of the length ordered. Reparation to be made to 
basis of charges which would have accrued had cars of lengths 
ordered been furnished. 


Canned Vegetables, Etc. 


No. 24045, S. S. Pierce Co. vs. B. & A. et al., embracing 
also a sub-number, Rival Foods, Inc., vs. Same. By division 2. 
Finds unreasonable failure of defendant, New Haven, to relieve 
complainants of payment of wharfage charge on interstate car- 
load shipments of canned and dried fruits and vegetables at 
Commonwealth Pier No. 5, Boston, Mass., in accordance with 
provisions of defendants’ tariff. Complainants damaged by such 
failure in the amount of 25 cents a net ton and entitled to repa- 
ration from the New Haven. Commissioner Mahaffie, dissenting 
in part, said that in his judgment the shortened procedure rec- 
ord, on which the case was disposed of, did not contain proof 
adequate to support the finding that the failure of the New 
Haven to relieve complainant of the payment of any wharfage 
charge in addition to the loading charge paid on the shipments 
considered was unreasonable. In his opinion, he said, the case 
should be set down for hearing. 


ABANDONMENT IN TEXAS 


In a report in Finance No. : 9083, Burlington-Rock Island 
Railroad Co. abandonment, the Commission, by division 4, has 
authorized the carrier to abandon that part of its Teague- 
Cleburne line extending from Hillsboro to Cleburne, Tex., 29.89 
miles. The state of Texas, the Railroad Commission of Texas, 
and chambers of commerce of Cleburne and Glen Rose, Tex., 
intervened. 

The applicant is controlled by the Rock Island and the 
Colorado & Southern in equal shares. It took the position that 
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the business obtainable for the line did not justify its contin- 
ued operation. The Commission said the interveners, in oppo- 
sition, placed particular emphasis on the relationships of the 
applicant and its properties to the large systems with which 
they were affiliated and cited expressions by the Commission 
holding that, under such circumstances, the mere fact of un- 
profitable operation of a branch line would not necessarily 


justify its abandonment. In its conclusions, the Commission 
said: 


The record sustains the conclusions that, by reason of genera! 
use of other means of transportation available in the territory, pub- 
lic patronage of the segment is not sufficient to support the cost of 
maintenance and operation, and that future operation of the line 
would continue to impose burdens upon interstate commerce out of 
all proportion to any detriment or disadvantage which residents of 
the territory might suffer as a result of abandonment of the line. 

The interveners have drawn to our attention recent enactments 
of the Texas legislature pertaining to motor-vehicle transportation— 
in particular, to provisions limiting maximum loads to 7,000 pounds 
and authorizing the state commission to prescribe rates, fares and 
charges; and the fact that the load-limit provision lately has been 
upheld by the United States Supreme Court. Ed. Sproles vs. T. 
Binford et al., No. 826, decided May 23, 1932. They therefore ask 
that, if we are unable to sustain their contentions on the general 
issue of public convenience and necessity, that we defer action herein 
until the effect of the new transportation laws upon the applicant's 
business may be observed. It is believed by the interveners that, 
in view of the long haul to the ports, operation of trucks with loads 
of cotton not exceeding 13 or 14 bales, would not be profitable, and 
that necessarily much of this traffic will revert to the railroads. In 
view of the facts and circumstances of record, we are not persuaded 
that the prospect of additional traffic is sufficiently definite or certain 
to warrant postponement of the relief sought by the applicant. 


Cotton rate reductions in the southwest, made to meet motor 
truck competition, did not attract cotton traffic to the Burling- 
ton-Rock Island’s Teague-Cleburne line, according to the Com- 
mission’s report authorizing abandonment of part of the line 
from Hillsboro to Cleburne, Tex. As to that phase of the ap- 
plicant’s difficulties, the Commission said: 


There is testimony to the effect that, along with other railroad 
companies in Texas, the applicant has been forced to make large re- 
ductions in rates on cotton because of keen competition by trucks 
operating over improved highways. Rates, in cents per 100 pounds, 
on this commodity were cut from 63 cents to 49 cents, effective 
September 25, 1930, and to 28 cents, effective October 17, 1951. In 
the period from August 1, 1931, to February 29, 1932, the latter re- 
duction had the effect of decreasing the applicant’s revenue on 1,855,- 
380 pounds of cotton moving from stations on the segment from 
$7,113 to $5,195. The lower rates were temporary and expired June 
24, 1932. They were the same as the rates charged by the trucks. 

Failure of rate reductions to attract traffic to the segment is re- 
flected in statistics of cotton production and shipment for the terri- 
tory immediately tributary to the segment, as follows: Mayfield, 
ginned or handled by public weigher, 1930, 950 bales, 1931, 1,160 
bales; shipped over the segment, 1930, 780 bales, 1931, 645 bales; 
shipped by truck and otherwise than dy rail, 1930, 170 bales, 1931, 
615 bales; Oseola, ginned, etc., 1930, 1,250 bales, 1931, 1,350 bales; 
shipped over segment, 1930, 1,183 bales, 1931, 687 bales; shipped by 
truck, etc., 1930, 67 bales, 1931, 663 bales; Covington, ginned, 1930, 
2,375 bales, 1931, 2,985 bales; shipped over segment, 1930, 1,885 bales. 
1931, 583 bales; shipped by truck, etc., 1930, 490 bales, 1931, 2,402 
bales; and Cleburne, ginned, 1930, 5,739 bales, 1931, 8,388 bales; 
shipped over segment, 1930, 3,381 bales, 1931, 1,060 bales; shipped 
over the Santa Fe, 1930, 1,758 bales, 1931, 2,282 bales; shipped by 
truck, etc., 1930, 1,439 bales, 1931, 4,500 bales. In view of the inter- 
veners’ contentions as to the effect, upon patronage, of the segment’s 
condition and service, it seems significant that, in 1931, truck ship- 
ments of cotton from Cleburne increased more than 200 per cent, 
while the increase in shipments given to the Santa Fe amounted to 
less than 30 per cent. 

Cottonseed originating at Mayfield and Osceola in 1930 and 
1931 was hauled to the mill at Itasca. The amount of cottonseed 
lost by the rail carriers to the trucks at Cleburne amounted to 1,517 
tons in 1930 and_ 3,282 tons in 1931. All livestock, corn, oats, etc., 
produced in the Mayfield and Osceola territories during these years 
also moved by truck. 


FINANCE APPLICATIONS 


Finance No. 9603, Murfreesboro-Nashville Railway Co. asks 
authority to acquire and operate the Murfreesboro-Nashville South- 
western Railway Co., the line of which extends from Nashville to 
Murfreesboro, Ark., about 14 miles. Applicant also asks authority 
to issue 160 shares of capital stock, $16,000 par value, and $30,000 in 
bonds and execute a first mortgage on the property and equipment. 

Finance No. 9600. New York, Chicago & St. Louis Railroad Co. 
asks authority to assume obligation and liability in respect of $1,955,- 
000 of terminal yard mortgage 50 year 6 per cent gold bonds, issued 
by the Northern Ohio Food Terminal, Inc., to pledge such bonds as 
collateral for loans from the Reconstruction Finance Corporation, the 
Railroad Credit Corporation or others, and for a certificate that present 
and future public convenience and necessity require cancellation of 
a lease and acceptance from the Northern Ohio Food Terminal, Inc., 
of a deed conveying to applicant all the land improvements included 
- the lease. Applicant now controls the terminal under a 99-year 
ease. 

Finance No. 9601. Chicago, Burlington & Quincy Railroad Co. 
asks authority to abandon a ,branch line from Atchison, Kan., tv 
Rulo, Neb., 44.72 miles. It said the average annual deficit in the 
five years ended December 31, 1931, was $133,736.72. 

Finance No. 9602. New York, Chicago & St. Louis Railroad Co. 
asks authority to pledge and repledge from time to time its equity 
in $10,500,000 of its refunding mortgage 4% per cent gold bonds, 
series C, as collateral security for loan or loans obtained or to be 
obtained from the Railroad Credit Corporation. 

Finance No. 9605. Texas South-Eastern Railroad Co. asks au- 
thority to issue $30,000 of 6 per cent gold bonds for pledging with 
the R. F. C. for loan of like amount approved by the Commission. 

Finance No. 9606. New York, Chicago & St. Louis Railroad Co. 





asks authority to issue new or extended notes for any aggregate 
amount not exceeding $20,000,000, to be dated October 1, 1932) to 
bear interest at a rate not exceeding 6 per cent, and to mature 
five years after date. The notes are to be issued in exchange for 
a like prinicpal amount of applicant’s 3-year 6 per cent gold notes 
aggregatini $20,000,000, due October 1, 1932. Applicant has proposeq 
a plan whereby 50 per cent of the notes would be paid in cash with 
the aid of loans from the R. F. C. and 50 per cent in new notes, | 
wishes to have authority to issue the notes in the aggregate amount 
in order to proceed with this plan or such other plan as may fe 
approved and adopted. 

Finance No. 9608. Union Pacific Railroad Co. asks authority 
to abandon its Grass Creek branch line extending from Grass Cree 
Junction to Grass Creek, Utah, 5.59 miles. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 9458, authorizing the New York 
New Haven & Hartford R. R. Co. to abandon operation of portions 
of the line of railroad of the Hartford & Connecticut Western R, R 
Co. in Dutchess and Columbia Counties, N. Y., and Hartford and 
Litchfield Counties, Conn., approved. 

Report and certificate in F. D. No. 9569, authorizing the acquisj- 
tion by the New York Telephone Company of the properties of the 
North Country Telephone & Telegraph Company, approved. 

Report and certificate in . D. 9568, authorizing the acquisition by 
the New York Telephone Company of the properties of the Galway 
Telephone Company, approved. 

Report and certificate in F. D. No. 9549, authorizing the acquisition 
by the Northwestern Bell Telephone Company of the properties of the 
Beaver Valley Telephone Company, approved. 

Report and order in F. D. No. 9584, authorizing the Baltimore & 
Ohio R. R. Co. to procure the authentication and delivery of not ex. 
ceeding $31,625,000 of refunding and general mortgage bonds, Series Ef, 
and to issue not exceeding $31,625,000 of refunding and general mort- 
gage bonds, Series F, all to be used in retiring $63,250,000 of 20-year 
4% per cent convertible gold bonds maturing March 1, 1933, approved. 

Sixth supplemental report and eighth supplemental order in F, D, 
No. 7349, authorizing the Genesee & Wyoming R. R. Co. (1) to issue 
a promissory note for $275,000 in part renewal of an outstanding note, 
and (2) to pledge as collateral security therefor $400,000 of 5 per 
cent first-mortgage gold bonds, previous reports 150 I. C. C. 335, 674, 
154 I. C. C. 751, 162 I. C. C. 258, 166 I. C. C. 527, and 170 I. C. C. 419, 
approved. 

Report and order in F. D. No. 9541, (1) authorizing the Northern 
Central Ry. Co. to issue $1,200,000 of general and refunding mortgage 
5 per cent gold bonds, series A, and $4,356,600 of capital stock, con- 
sisting of 87,132 shares of the par value of $50 each; said bonds and 
stock to be delivered at par to the Pennsylvania Railroad Company 
in payment of indebtedness to that company for capital expenditures; 
and (2) authorizing the Pennsylvania R. R. Co. to assume obligation 
and liability, as lessee, in respect of said bonds and stock, approved. 


COMMISSION ORDERS 


No 25343, Red Lake Falls Oil Co. et al. vs. B. F. & I. F. et al. 
Derby Oil Co., The Eldorado Refining Co., Golden Rule Refining Co., 
Kanotex Refining Co., National Refining Co., Skelly Oil Co., Vickers 
Petroleum Co. and White Eagie Oil Corporation permitted to in- 
tervene. 

No. 25428, Beaver Portland Cement Co., et al. vs. California Cen- 
tral et al. Monolith Portland Cement Co. permitted to intervene. 

No. 25359, Sub. 1, Taylor Refinnig Co. vs. A. & R. et al. Mara- 
thon Oil Co. permitted to intervene. 

No. 24011, Columbus Brick & Tile Co. vs. A. B. & C. et al. Order 
modified so as to become effective on December 14, 1932, upon not 
less than 30 days’ notice, instead of September 15, 1932, in so far as 
said order relates to rates on common brick and articles named in 
uniform brick list from Columbus, Ga., to destinations in Florida 
Peninsula. 

Finance No. 9556, Application of Denver Intermountain & Summit 
Railway for certificate to acquire and operate that part of line of 
Colorado & Southern extending from Denver to Leadville, Colo., and 
its branches. Denver, Leadville & Alma permitted to intervene. 

No. 25270, Calcite Quarry Corporation et al. vs. Reading et al. 
Universal Atlas Cement Co. permitted to intervene. 

No. 25364, Swift & Co. et al. vs. T. & P. et al. South Texas Cot- 
ton Oil Co. permitted to intervene. 

No. 25442, San Pedro Chamber of Commerce et al. vs. A. T. & 8. 
F. et al. Pacific Coastwise Conference permitted to intervene. 


No. 13857, Chamber of Commerce of Selma, Ala., vs. A. G. S. et al. 
Order further modified to become effective December 2, 1932, upon 
30 days’ notice, instead of September 2, 1932, in so far as the order 
embraces commodities include in the suspension orders in I. & S. 
3234, fresh meats and packing house products to, from and between 
points in southern territory. 


1. & S. 3718, Export and import rates to and from southern points. 
Mississipp Valley Association permitted to intervene. 

No. 25449, and Subs. 1 and 2, Saint Joseph Stock Yards Co. Vs. 
A. & S. et al. Denver Live Stock Exchange and The Denver Union 
Stock Yard Co. permitted to intervene. ; 

No. 25419, Fairbanks, Morse & Co. et al. vs. A. & S. et al. Illinois 
Commerce Commission permitted to intervene. 

No. 25450, Wichita Falls Petroleum Traffic Assn. et al. vs. A. & 
R. et al. Louisiana Oil Refining Corporation and Chamber of Com- 
merce of Shreveport, La., permitted to intervene. 


RAILROADS AND TAX ON POWER 


The Bureau of Internal Revenue has ruled that, under the 
revenue act of 1932, electrical energy furnished a railroad com- 
pany in the conduct of its business as a common carrier by 
railroad is exempt from the tax of 3 per cent on electrical 
energy and includes that furnished at its shops and in its yards, 
at freight and passenger stations on its line of railroad, in- 
cluding union stations. However, the bureau ruled that the 
electrical energy consumed in the company’s office buildings 
at general headquarters and in its offices in offline territory, 
such as those for commercial agents, passenger agents and 
uptown agents, was not exempt from the tax. 
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Proposed Reports in I. C. C. Cases 





NEWSPRINT PAPER 


F recommendations made by Examiner John H. Howell in a 

proposed report in No. 21095, the newsprint paper investiga- 
tion, and cases grouped therewith, are approved by the Commis- 
sion, substantial increases in the newsprint rates will result in 
official territory, there will be increases in the rates from Gulf 
ports to southern consuming points, while the rates in southern 
territory will remain at about the present level, according to 
counsel for newsprint shippers. 

In a report of 160 mimeographed pages, the examiner has 
set forth an exhaustive review of the newsprint industry and 
the transportation problems related thereto. He points out that 
there have been few proceedings determinative of the major 
adjustments of rates governing the movement of newsprint 
paper. He says there have been, as a matter of fact, but two 
significant cases: Official Classification Rates on Paper, 38 
I, C. C. 120, decided February 15, 1916, referred to as the Paper 
case; and Minnesota & Ontario Paper Co. vs. N. P. Ry. Co., 
66 I. C. Ca 571, and 73 I. C. C. 113, decided March 14 and July 
27, 1922, referred to as the M. & O. case. 


“The great expansion in the newsprint paper industry in 
Canada, beginning in 1922, increased the intensity of competition 
in the sale of newsprint paper and made freight rates assume a 
new importance,” says he. “A number of complaints challeng- 
ing rates as unreasonable or as both unreasonable and unduly 
prejudicial were filed.” 

Although the size of the record was reduced materially 
through agreements as to rates, distances, etc., the oral testi- 
mony occupies more than 6,000 pages, more than 800 exhibits, 
many of them volumes, were received, and the briefs submitted 
contained more than 2,300 printed pages, according to the report. 

A section of the report deals at length with “international 
rates” and the Commission’s authority with respect thereto. 
Examiner Howell says this is the first proceeding in which the 
Commission has had before it a proposed revision of a general 
adjustment of international rates. The examiner proposes that 
carriers subject to the interstate commerce act should establish 
and apply reasonable and nonpreferential and nonprejudicial 
rates from the international boundary points to destinationss in 
the territories embraced within the investigation and the investi- 
gation-and-suspension dockets, but does not determine such 


rates. In his discussion of the subject the examiner in part 
says: 
In this investigation the Commission, as stated, is asked by 


international shippers to measure international rates by domestic 
rates. The prejudice and discrimination forbidden by the act is 
between hauls within the jurisdiction of Congress. If the Com- 
mission were to consider discrimination or prejudice between inter- 
national movements and domestic movements it would have to con- 
sider relative transportation conditions in Canada and in this country, 
and it is not clear how it could avoid passing upon the methods of 
computing distances and upon the sizes of groups in the two coun- 
tries. In this investigation the international shippers, other than 
Witness Webster, avoid certain of these questions by adopting the 
groups and general bases of origin relationships proposed by the 
carriers. They do not adopt fully the carriers’ method of computing 
distances from eastern Canadian mills. Later complainants may 
challenge the reasonableness of the groups. 

There are other questions that may arise or have arisen, not re- 
ferred to in the record, such as the currency in which through 
charges shall be paid. 

It is contended, vigorously by international shippers, that rates 
made combination on the boundary points are impracticable. The 
obstacles are not insuperable. If faced with the necessity, the carriers 
undoubtedly could work out an adjustment of rates (almost neces- 
sarily proportional) to and from the border, with such equalization 
of gateways as may be necessary; and the intimation that such rates 
would inevitably be higher than joint rates ignores the necessities of 
both carriers and shippers. Certain shippers question the practicability 
of rates from the border on the ground that in some cases there is 
no station at the border and in others the border is in the middle 
of a bridge or of a lake. There would be no greater difficulties 
incident to publication of rates from a lake port than from a sea- 
board port. In cases of all-rail movements, across a bridge or other- 
wise, the publication of rates from the border need not alter the 
physical handling of shipments, and the fact that no service is per- 
formed at the border, and therefore but one terminal service in this 
country, would be a matter for consideration only in the fixing of 
Penonanle rates. In such cases traffic would not be tendered at the 
order, and on through movements the vnly necessity would be that 
the tariffs be specific in their application. 

‘i The United States carriers propose that in event joint rates are 
fence ntinued the basis proposed from domestic mills to the several 
soreitorien be made applicable from the border. Even were joint rates 
to be discontinued, the present record, made on the assumption that 
re rates would be continued, is insufficient to warrent the fixing 

rates from the border. The matter must be left for argument and 


possibly for later consideration. 





In view of the implications in the footnote to the Lewis-Simas- 
Jones case, the whole matter of joint rates undoubtedly should re- 
ceive the serious consideration of carriers and shippers. The im- 
portance of the question calls for every possible constructive sugges- 
tion. The recommendation hereinafter is made with that in mind. 


The Lewis-Simas-Jones case referred to is in 283 U. S. 654 
(51 S. Ct. Rep. 592). In the footnote referred to by the ex- 
aminer it is stated that the act does not authorize or forbid the 
making of joint through international rates. The Commission, 
it stated, recognizing that they are of great convenience to car- 
riers and shippers, does not object to their maintenance if 
shown, together with the agreed divisions, in tariffs filed in 
compliance with requirements prescribed by it. 

In the summary of the report the examiner comments on 
the substantial growth of production of that commodity, pointing 
out that from 1913 to 1928 there was a steady increase in our 
newsprint consumption from less than one and one-half to more 
than three and one-half million tons. Continuing, he says: 


The main trouble in the newsprint industry came with expansion 
beyond requirements, with attendant reduction in the market value 
of the product. Our consumption increased from 2,000,000 tons in 
1921 to 3,500,000 tons in 1928: it was even greater in 1929 but de- 
clined somewhat in 1930. Disregarding the high prices of 1920 and 
early 1921, the price declined from $80 in the last quarter of 1921 to 
$63 in 1928 and eventually to approximately $55. It is evident that 
this price decline reflects the substantially greater increase in pro- 
ductive capacity than in consumption. The former was in Canada. 
There is no indication in the record that the situation will be eased 
within the next few years; in fact, the intimations are to the con- 
trary. 

It is not made clear how a reduction in the level of newsprint 
rates would materially improve the condition of the producers. There 
is no contention that it would affect the market value of newsprint; 
in fact, the consumers, the newspapers, contend that they, directly 
or indirectly, pay the freight charges and that the measure of the 
rates affects the cost to them of their newsprint supplies. It would 
seem to follow that any possible benefit to producers from a general 
reduction in rate level would come from stimulation of consumption. 
Several elements determine consumption, and in view of the present 
relatively low market value it seems doubtful that a reduction in 
rate level would stimulate it appreciably. 

Certain conclusions may be drawn from the record as to the in- 
terests of producers and consumers. 


The consumers profit by the present situation to the extent that 
it has resulted in a lowering of newsprint prices. They are interested 
mainly in the rate level. They admit that there is no material com- 
petition between publishers at different points and that their interest 
in both origin and destination relationships is becatse of the effect 
they may have upon the reasonableness of rates and, as to the for- 
mer, upon the maintenance of reasonably wide purchasing markets. 


Producers are also interested in the level: for one thing, it 
affects their ability to meet foreign competition. But their main in- 
terest would appear to be in relationship between producing sections. 
The attitude of the several interests in this connection should be 
noted. Producers in western trunk-line territory (except in so far 
as rates to the southeast are concerned) and in New England may 
be described as on the defensive. The only domestic producers seek- 
ing a more favorable rate relation to their competitors than at 
present are those in northern New York. Two great producers, the 
Abitibi and International groups, have mills in both countries but 
their vital interests are in Canada. The International, in fact, con- 
tends for an adjustment relatively more favorable to its two huge 
Canadian mills and less favorable to its several domestic mills than 
the present one. It is fair to state that the greatest effort is di- 
rected to a more favorable relation of Canadian to domestic mills. 

To some extent Congress, through the elimination of import 
duties, has declared a national policy as to newsprint; and even were 
the record illuminating (which it is not) as to the wisdom of vary- 
ing or extending that policy, through the encouragement of domestic 
production or of importations, it ~would be a matter for Congressional 
determination. The Commission is limited to consideration of the 
reasonableness and relation of rates subject to the act, and it seems 
exceedingly doubtful that the condition of the industry, at least in 
Canada, is a matter that should be given weight in reaching its con- 


clusions. All that shippers from Canada can ask is rates, under the 
— commerce act, which will be reasonable and nonpreju- 
dicial. 


If the argument and suggested conclusions, infra, as to rates 
on Canadian newsprint are sound, it follows that what is before 
the Commission for determination is rates from domestic mills and 
from international boundary points. The greatest movement is and 
probably will be from Canada, and the relation between rates applica- 
ble thereon and rates from domestic mills is probably the most vital 
point in the investigation. It would be advantageous to consider 
both at one time, but the record, made on the assumption that joint 
international rates would continue, is insufficient as a basis for de- 
determining reasonable and nonprejudicial rates from the boundary 
and it is necessary, under the circumstances, to determine a reasona- 
ble adjustment of domestic rates and leave the matter of the measure 
of rates from the boundary and their relation to domestic rates for 
argument sand for further investigation if that should prove nec- 
essary. 


Shippers seek rates on a level determined by certain rates result- 
ing from the Paper case and the M. & O. case. Such rates would 
reduce the carriers’ revenues substantially and the record does not 
support the contention that they would be reasonable. The rates 
proposed by the official lines are too high in about the same degree. 
The conclusions here are predicated on the new sixth-class rates in 
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official territory, modified somewhat from New England origins to 
destinations in New England and trunk-line territories. 


Examiner Howell’s findings follow: 


The Commission should find: 

(1) That reasonable rates on newsprint paper, answering the 
description and subject to the minima proposed by the carriers, will 
not exceed the following: 

(A) Within official territory, including Illinois and westbank Mis- 
sissippi River crossings as far south as Cairo, IIl., sixth class key 
rates or sixth class distance rates under the basic. scale, whichever 
are lower, prescribed in the eastern case (Eastern Class Rate Investi- 
gation, 164 I. C. C. 314, 171 I. C. C. 481, and 177 I. C. C. 156); 

(B) From north Atlantic ports to destinations in official territory, 
applicable on newsprint brought to the ports by water, the sixth 
class import rates now in effect; 

(C) To destinations in southern territory from origins in offi- 
cial and western trunk line territories, 25 per cent of the lowest 
first class rates under the key-point adjustment, under the basic 
(K-2) scale (extended) for the entire distances, or under that scale 
for hauls in southern territory and the séale (Q-1) of differentials 
(extended) for hauls in territories north of southern territory, pre- 
scribed in the Southern case (Southern Class Rate Investigation, 100 
I. C. C. 513, etc.), with rates from Augusta, Livermore Falls, Madi- 
son and Webster the same as from the Berlin group, and rates from 
Woodland, East Millinocket, and Millinocket 2 cents higher; and with 
rates over rail-water and rail-water-rail routes made by use of the 
——— fixed in the Southern case, as proposed by respondent 
carriers; 

(D) Within southern territory, 27.5 per cent of the basic (K-2) 
scale described above; 

(2) That carriers subject to the interstate commerce act should 
establish and apply reasonable and nonpreferential and nonprejudicial 
rates from the international boundary points to destinations in the 
territories embraced within the investigation and the investigation- 
and-suspension dockets. 

(3) That the carriers had no rate from the international boundary 
applicable to Brockton, Mass, on newsprint originating in Canada, 
and that the rate assailed in No. 20575, from Ottawa, Ont., to Brock- 
ton, Mass., was unreasonable to the extent that it exceeded 34 cents 
per 100 pounds. 

(4) That the rate assailed in No. 21738, applicable on imported 
newsprint from Charleston, S. C., to Columbia, S. C., was unrea- 
sonable to the extent that it exceeded 23 cents per 100 pounds. 

(5) That the rates assailed in Nos, 21534, 20254 and No. 20254 


(Sub-No. 1) wére not unreasonable. 

(6) That the complainants in Nos. 20575 and 21738 made shipments 
as described and paid and bore the charges thereon; that they were 
damaged in the amounts of the differences betwen the charges borne 
and those which would have accrued at the rates herein found rea- 
sonable; and that they are entitled to reparation, with interest. 

¢7) That No. 20712 should be dismissed for lack of prosecution. 


The report also embraces No. 20099, International Paper 
Company et al. vs. Akron, Canton & Youngstown Railway Com- 
pany et al.; No. 20099 (Sub-No. 1), Same vs. Same; No. 20631, 
Minnesota & Ontario Paper Company et al. vs. Southern Rail- 
way Company et al.; No. 20633, Abitibi Power & Paper Company, 
Ltd., et al. vs. Alabama Great Southern Railroad Company et 
al.; No. 20690, St. Regis Paper Company et al. vs. Alabama Great 
Southern Railroad Company et al.; No. 20712, Jackson Traffic 
Bureau vs. Alabama Great Southern Railroad Company et al.; 
No. 20800, Wisconsin Paper & Pulp Manufacturers’ Traffic Asso- 
ciation vs. Chicago & North Western Railway Company et al.; 
No. 2974, Cushnoc Paper Corporation et al. vs. Akron, Canton & 
Youngstown Railway Company et al.; No. 21157, Anglo Canadian 
Pulp & Paper Mills, Ltd., et al. vs. Akron, Canton & Youngs- 
town Railway Company et al.; No. 20254, Publishers’ Associa- 
tion of New York City et al. vs. Bangor & Aroostook Railroad 
Company et al.; No. 20254 (Sub-No. 1), Publishers’ Association 
of New York City et al. vs. Algoma Eastern Railway Company 
et al.; No. 20545, International Paper Company vs. Baltimore & 
Ohio Railroad Company et al.; No. 20545 (Sub-No. 1), St. Regis 
Paper Company et al. vs. Baltimore & Ohio Railroad Company 
et al; No. 20545 (Sub-No. 1), Canadian International Paper 
Company vs. Baltimore & Ohio Railroad Company et al.; No. 
20545 (Sub-No. 3), International Paper Company vs. Baltimore & 
Ohio Railroad Company et al.; No. 20545 (Sub-No. 4), Great 
Northern Paper Company vs. Baltimore & Ohio Railroad Com- 
pany et al.; No. 20545 (Sub-No. 5), Cushnoc Paper Corporation 
et al. vs. Baltimore & Ohio Railroad Company et al.; No. 20575, 
Enterprise Publishing Company vs. Boston & Maine Railroad 
Company et al.; No. 20727, Spanish River Pulp & Paper Mills, 
Ltd., et al. vs. Algoma Central & Hudson Bay Railway Company 
et al.; No. 21042, Anglo Canadian Pulp & Paper Mills, Ltd., et 
al. vs. Algoma Central & Hudson Bay Railway Company et al.; 
No. 21136, International Paper Company vs. Bangor & Aroos- 
took Railroad Company et al.; No. 21534, Gilman Paper Com- 
pany vs. Maine Central Railroad Company; Investigation and 
Suspension Docket No. 3316, Paper, Paper Articles and Winding 
Cores Between Points in Canada and the United States; and 
Investigation and Suspension Docket No. 3328, Paper, Paper 
Articles and Winding Cores Between Points in Canada and the 
United States (2). 


PROPOSED REPORTS 


Potatoes 
No. 24604, Michael-Swanson-Brady Produce Co. vs. A. T. & 
S. F. et al. By Examiner Morris H. Konigsberg. Dismissal pro- 
posed. Following No. 23205, Nebraska State Railway Commis- 


The Traffic World 








Vol. L, No. 10 





sion et al. vs. A. T. & S. F. et al., decided June 20, 1932, rates, 
potatoes, various points in Nebraska and Wyoming to various 
points in Arkansas, Mississippi, Louisiana, Oklahoma, Tennesse, 
and Texas, found not unreasonable. 


Hogs 
No. 25127, R. M. McKenzie vs. Wabash et al. By Examiner 
L. B. Dunn. Dismissal proposed. Rates, stocker hogs, in sip. 
gle-deck and double-deck carloads, Jackson, Mo., to Silver City 
and Malvern, Ia., not unreasonable and not shown to have been 
otherwise unlawful. One shipment undercharged, applicable 
rate to Silver City being 54.5 cents. 


Contractors’ Outfits 


No 25116, Gay-Coleman Construction Co. vs. W. M. et al, 
By Examiner Robert M. Furniss. Applicable rate, contractors’ 
outfits, Laurel Bank, W. Va., to Olive Hill, Ky., unreasonable to 
extent it exceeded 43.5 cents. Outstanding undercharges in the 
amount of the difference between the charges paid and those 
which would have accrued at the rate found applicable. Waiver 
of collection of undercharges in the amount of the difference 
between the applicable charges and those which would accrue 
at the rate found reasonable should be authorized. 


Baskets and Crate Material 


No. 25012, Edgerton Manufacturing Co. vs. A. C. L. et al. 
By Examiner L. B. Dunn. Recommends finding of inapplicabil- 
ity as to rates, wooden fruit and vegetable shipping baskets and 
crate material, in mixed carloads, Plymouth and Paoli, Ind., to 
points in Florida, and reparation. Examiner said Commission 
should also require defendants to amend their tariffs applicable 
to this traffic beyond Pensacola, now expressed in amounts a 
car, excess in proportion, to read in amounts a 100 pounds. In 
so amending, he said, they should dispose of fractions of cents 
in accordance with the general rule in Jones’ I. C. C. U. S. 1, 
i. e., less than one-quarter cent be dropped; one-quarter cent to, 
but not including three quarters to be stated as one half cent; 
and three quarters or over to be increased to the next whole 
cent. 

Plaster Retarder 

No. 24987, Standard Gypsum Co., Inc., et al. vs. A. T. & S. F. 
et al. By Examiner T. Leo Haden. Recommends that Commis- 
sion find rates, plaster retarder, McCook, IIl., to Los Angeles 
and Long Beach, Calif., and Ludwig, Nev., were, are and for the 
future will be unreasonable to the extent they exceeded, exceed 
or may exceed 80.5 cents, minimum 60,000 pounds, and award 
reparation. 

Petroleum Products 

No. 20946, Brown County Oil Co. et al. vs. A. & S. et al. 
By Examiner Paul Coyle on further hearing. Original report, 
172 I. C. C. 375. Amount of reparation due certain complainants 
on shipments of gasoline and other petroleum products from 
origins in Kansas, Oklahoma and Texas to certain destina- 
tions in Minnesota determined. 


Bituminous Coal 


No. 24885, Harrisonburg Chamber of Commerce et al. vs. 
Cc. & O. et al. By Examiner W. R. Brennan. Proposes finding 
rates, bituminous coal, mines on the Chesapeake & Ohio, Nor- 
folk & Western, and Virginian, to Harrisonburg, Va., via inter- 
state routes, unreasonable. Rate assailed from the base dis- 
tricts to Harrisonburg was, is, and for the future will be un- 
reasonable to the extent that it exceeded, exceeds, or may 
exceed 255 cents. Differentials from the other districts not 
shown to be unreasonable. Commission should farther find 
that of the rate prescribed an arbitrary of 5 cents should accrue 
solely to the Chesapeake Western or Valley Railroad of Virginia. 
Reparation proposed. Commission should further find that to 
the rates prescribed may be added the present authorized 
emergency charges. 


Stocker Calves and Cattle 


No. 25039, E. D. Webster vs. A. T. & S. F. et al. By Exam- 
iner Herbert P. Haley. Rates, stocker cattle, Ashtola and 
White Deer, Tex, to Lincoln Center, Kan., not unreasonable 
or otherwise unlawful. Applicable rates on calves from Stan- 
ton, Tex., to Lincoln Center, Kan., from Sterling City, Tex., to 
Dorrance, Kan., from Sterling City to Bunker Hill, Kan., and 
from Midland, Tex., to Bunker Hill were unreasonable to extent 
they exceeded, a car, $110.25, $99.75, $101.25, and $99.75, respec- 
tively, and applicable rate on stocker cattle, Sterling City to 
Dorrance, unreasonable to extent it exceeded $112.25. Repara- 
tion proposed. Collection of outstanding undercharges should 
be waived. 

Tankage 

No. 25051, Farmers Fertilizer Co., Inc., et al. vs. B. & O. 
et al. By Examiner C. J. Peterson. Rates, tankage, Milwaukee 
and Carrollville, Wis., and peat humus, Manito, IIl., to Decatur, 
Ala., unreasonable from Corrollville prior to September 15, 1929, 
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to extent rate exceeded the rate prescribed in Fertilizers Be- 
tween Southern Points, 113 I. C. C. 389, for like distance and 
from Milwaukee and Carrollville on and after that date and on 
peat humus were, are and for the future will be unreasonable 
to the extent they exceeded, exceed or may exceed the basis 
suggested as reasonable on fertilizer and fertilizer materials 
for like distances between points north and south of the Ohio 
River in Fertilizer and Fertilizer Materials, 151 I. C. C. 613. 
Rates recommended for application on and after January 4, 
1932, subject to the present authorized emergency charges. 
Reparation proposed. 
Lumber 

No. 24363, Batson-Cook Co. vs. A. B. & C. et al. By Exam- 
iner C. Garofalo. Rates, lumber, Wadley, Ala., to Rockmart, 
Ga., inapplicable. Applicable rates were, are and for future 
will be unreasonable to extent they exceeded, exceed or may 
exceed 15 cents a 100 pounds. Reparation proposed. 


Potatoes and Onions 


No. 24085, Buechel Produce Exchange et al. vs. B. & O. et 
al. By Examiner L. H. Macomber. Dismissal proposed on 
finding not unreasonable or otherwise unlawful rates, potatoes 
and onions, St. Matthews, O’Bannon and Buechel, Ky., to points 
in official classification territory. 


Corn 


No. 25237, Stifel & Levy vs. B. & O. et al. By Examiner 
Carl A. Schlager. Reparation proposed on finding rate, corn, 
Mark Centre, O., to Eaton, Ind., inapplicable. Applicable rate, 
11.5 cents, not unreasonable. 


Lumber 


No. 25279, C. W. Phillips Lumber Co. vs. M. & N. A. By 
Examiner Herbert P. Haley. Dismissal proposed on finding not 
unreasonable or unduly prejudicial rate, rough oak lumber, 
Eureka Springs, Ark., to Seligman, Mo. 

Motor Gasoline 


No. 25142, Primrose Petroleum Co. vs. I.-G. N. et al. By 
Examiner Carl A. Schlager. Recommends dismissal on finding 
not unreasonable rate, one tank-carload motor gasoline, Hen- 
derson, Tex., to Eagle Pass, Tex., for export. 


Safes and Parts 


No. 24679, Baldwin & Burke Safe Co. et al. vs. A. T. & S. 
F. et al. By Examiner William A. Disque. Dismissal proposed 
on finding not unreasonable rates, iron and steel safes and 
parts thereof, Cleveland, Hillsboro, and Hamilton, O., Lafay- 
ette, Ind., and York, Pa., to Bakersfield, Los Angeles, San Diego 
and San Francisco, Calif. 


Range Finders 


No. 24922, Bausch & Lomb Optical Co. vs. N. Y. C. et al. 
By Examiner P. F. Mackey. Dismissal proposed on finding not 
unreasonable any quantity rate, range finders, Rochester, N. 
Y., to Bremerton, Wash. 


PETITIONS FOR REHEARING, ETC. 


No. 22402, Rockwood Alabama Stone Co. vs. Northern Alabama 
et al. Complainant asks reopening of proceeding, and reargument he- 
fore, and reconsideration herein, by entire Commission. 

No. 21999, West Coast Lumbermen’s Association and Western Pine 
Association vs. A. C. & Y. et al. Complainants in No. 21999 and 
No. 22087, California White & Sugar Pine Manufacturers’ Association 
vs. A. C. & Y. et al. ask reargument and reconsideration. 

No. 24252, and Sub. 1, George K. Hale Manufacturing Co. et al. 
vs. A. & Y. et al., and No. 24172, Carolina Button Corporation vs. 
A. A. et al. Defendants ask reopening and reconsideration and modi- 
fication of order and for postponement of effective date of order. 

No. 17000, part 4A, Rate structure investigation, rates on refined 
petroleum products, from, to and between points in southwest, and 
No. 18393, General petroleum investigation. The Cities Service Oil 
Co., and Empire Oil & Refining Co., formerly Empire Refineries, Inc., 
in a supplemental petition, ask modification and/or clarification of 
Finding No. 11. 

_ No, 22111, New Florence Fire Brick Co. et al. vs. A. & E. et al. 
Defendants Ill. Cent. and C. & A., ask vacation of reparation order 
of July 11, 1932. 

No. 22654, North American Refractories Co. et al. vs. A. & E. 
et al. C. & A., I. C., M. P. and I. C. Traction, Inc., defendants, ask 
vacation of reparation order of July 11, 1932. 

No. 24691, Nixon & Phillips vs. I. C. Complainant asks reopening 
of case, and reconsideration therein on present record, as made, the 
lawfulness of rates as applied, and that consideration be by the 
entire Commission. 

No. 21999, West Coast Lumbermen’s Association et al. vs. A. C. 
& Y. et al. H. G. Toll, agent, asks the Commission to amend its 
order of March 28, 1932, by extending the effective date thereof from 
October 14, 1932, to November 14, 1932. 

_ Finance No. 6518, supplemental application of Algers, Winslow & 
Western for modification of certificates of public convenience and 
necessity issued herein asking extension of time. Applicant asks for 
extension of the date for the commencement of construction from 
September 1, 1932, to December 1, 1932, and for the completion from 
September 1, 1933, to December 1, 1933. 

No. 24766, Interstate Fruit Co. vs. C. M. St. P. & P. Defendant 
asks reconsideration and argument before entire Commission. 

No. 25038, Chris Larsen et al. vs. D. & R. G. W. et al. Oehl 
Packing Co., by intervention a complainant, asks reopening and 
further hearing therein. 

1. & S. 3567, Bananas and coconuts from Gulf ports to Oklahoma 
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and Texas, and cases grouped therewith. Respondents ask revision 
and modification of findings in Commission’s — 183 I. ©. ©. Si. 
No. 14859, Southern Produce Co. et al. vs. D. & P. S, et al., and 
cases grouped therewith. Defendants ask reopening, modification and 
correction of orders awarding reparation, also ask reopening of these 
cases on its own motion to correct obvious errors of law and fact. 


SUSPENDED TARIFFS 

In I. and S. No. 3794, the Commission has suspended from 
August 30 until March 30 schedules in Supplement Nos. 76, 78 
and 79 to F. L. Speiden’s I. C. C. No. A-730. The suspended 
schedules propose to establish rates on brick and other clay 
products, carload minimum weight 60,000 pounds, from southern 
producing points to Washington, D. C., and intermediate points 
in northern Virginia. The following is illustrative, brick (other 
¥ common), rates in cents per 100 pounds, to Washington, 


Present Proposed 
Carload Minimum—50,000 60,000 

From pounds pounds 
CT OME: gba cacaindedeniusessanasaaaaeen 17% 16% 
DO is ea wtnd.ded pons wana wed see eta ee 17% 12% 
ST, Gs iditcke nadine cen.soswdeeweeneeeuae 26% 22% 


In I. and S. No. 3795, the Commission has suspended from 
August 30 until September 30 schedules in supplements Nos. 
14 and 15 to F. W. Gomph’s I. C. C. No. 1086, and certain indi- 
vidual line tariffs. The suspended schedules propose to reduce 
the rates on canned goods, carloads, from Sacramento to San 
Francisco, California, Bay points. This proceeding is assigned 
for hearing September 8, 1932, at the State Building, San Fran- 
cisco, Calif., before the Railroad Commission of the State of 
California. Parties should be prepared to proceed with expe- 
dition, and to submit the matter upon oral argument at close 
of testimony, as provided by Rule XIV (d)-1 and (e)-3, of the 
Commission’s Rules of Practice, without briefs. 

In I. and S. No. 3796, the Commission has suspended from 
September 1 until April 1 schedules as published in Supplement 
No. 32 to C. W. Galligan’s I. C. C. No. 162, Supplement No. 22 
to Chicago & North Western I. C. C. No 10094, and other tariffs 
issued by certain individual lines. The suspended schedules pro- 
pose to reduce the rates on iron and steel articles, in carloads, 
between Chicago, Ill., group points and points within the Mil- 
waukee and Racine, Wis., groups. The following is illustrative, 
iron and steel articles, carload minimum weight 40,000 pounds, 
rates in cents per 100 pounds: 


From Chicago, IIl., to: Present Proposed 
MIWOUECE, WIG. 6c cccccvccccecccccesececcscescsoesoes 12 
RACING, “Wie. oc ccccorscvesccvecssecveercececeoregverees 12% 12 


In I. and S. No. 3798, the Commission has suspended from 
September 1 until April 1, schedules in Supplement No. 14 to 
E. B. Boyd’s tariff, I. C. C. No. A-2268, and several other tariffs 
filed by Agent Boyd. The suspended schedules propose to pro- 
vide that the present commodity rates on syrups, molasses and 
corn syrups, in straight or mixed carloads, between various 
points in Western Trunk Line territory, will also apply on 
shipments of peanut butter, fruit preserves or prepared mustard 
in mixed carloads with the first named articles, which would 
result in reductions on the last named articles. The following 
statement of rates is illustrative, rates in cents per 100 pounds: 


From Chicago, Ill., to Kansas City, Mo., on syrup, carload weight 
40,000 pounds, present rate 36 cents, proposed rate 36 cents; on pea- 
nut butter, less than carload, weight 5,000 pounds, present 110 cents, 
proposed 48 cents. 


In I. and S. No. 3799, the Commission has suspended from 
September 1 until April 1, schedules in Denver and Rio Grande 
Western I. C. C. No. 464, Union Pacific I. C. C. No. 4142, and 
other tariffs. The suspended schedules propose to establish 
storage in transit arrangements on fresh or salted meats and 
packing-house products at Denver, Colo., when moving from 
Missouri River points and east thereof to destinations in Colo- 
rado, Utah, New Mexico, Idaho and Montana. 


TURMOIL IN COAL RATES 


The Trafic World Washington Bureau 


With the Pittsburgh & West Virginia contending that if 
it were not permitted to make its proposed reductions in rates 
on coal from the Pittsburgh district to Cleveland, Lorain and 
Huron, it would face financial disaster through the consequent 
loss of coal tonnage to the Cleveland market, and the protest- 
ing railroads predicting chaos in the coal rate situation and 
great loss of revenue if the rates were permitted to be made 
effective, the conference on the P. & W. V. proposal held before 
the Commission’s board of suspension August 26 was featured 
by more than routine discussion of the issues raised. W. A. 
Powers, chairman of the board, presided. The other members 
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were George M. Crosland, chief of the section of tariffs, and 
W. B. Hammer. C. R. Morris, of the board’s staff, also sat in 
on the conference. 

W. S. Bronson, at the beginning of the conference, ex- 
plained the situation with respect to the P. & W. V. proposal 
as set forth in the answer filed with the Commission to the 
objections of the Baltimore & Ohio, New York Central, Penn- 
sylvania and other railroads. (See Traffic World, August 27.) 

It was explained that the rates involved were for local 
delivery in Cleveland and were not lake cargo rates. 

R. M. Paisley, general freight agent of the Pittsburgh & 
West Virginia; O. C. Larsen, general sales manager, North 
American Coal Corporation, Pittsburgh, Pa.; W. M. Lorenz, of 
the Otis Steel Co., Cleveland, O., and A. S. Boden, secretary of 
the Western Pennsylvania Coal Traffic Bureau, spoke in sup- 
port of the P. & W. V. proposal. 

Roy S. Kern spoke against the proposal on behalf of the 
protesting railroads. He revealed that the carriers were pre- 
paring a thirteenth section petition with a view to having the 
Commission deal with the Ohio intrastate rate situation out of 
which the controversy before the board developed, and in effect 
made a plea for no further changes in the rate situation until 
the Commission had had an opportunity to pass on the matter 
in connection with the Ohio intrastate rates. 

Among those who participated in the conferences on be- 
half of the protestants were L. P. Day, of the New York Cen- 
tral; Guernsey Orcutt, of the Pennsylvania; and Charles R. 
Webber, of the Baltimore & Ohio. Andrew P. Martin, general 
solicitor of the Wheeling & Lake Erie, protestant, made a spe- 
cial statement on behalf of that road. 

The “background” of the situation before the suspension 
board was outlined as follows by Mr. Kern: Early in July the 
Ohio public utilities commission in Docket 7252 made a deci- 
sion requiring rates on coal from Massillon and middle districts 
to Canton and Massillon be reduced from $1.01 to 80 cents and 
from No. 8 district from $1.26 to $1.08. Defendant carriers, ex- 
cept Wheeling & Lake Erie, applied to Supreme Court of Ohio, 
where case is now pending, bringing the Ohio rates in issue. 
The Wheeling & Lake Erie complied with the decision of the 
Ohio commission effective August 1 and coincidentally, under 
short notice authority from the Ohio commission, reduced rates 
on coal to additional destinations in Ohio, including Akron, 
Cleveland, Huron and Lorain. (These additional reductions, 
according to the statements made to the board in the course of 
the conference, caused fhe trouble.) Effective August 12, the 
Pittsburgh & West Virginia reduced its rates from mines on 
its line in Ohio which are in No. 8 district, to the basis pub- 
lished by the W. & L. E. twelve days before. This, said Mr. 
Kern, brought the situation up to the tariffs of the P. & W. V. 
proposing the reductions from the Pittsburgh district to Cleve- 
land, Lorain and Huron. 


Mr. Kern said any reduction in the rates from the Pitts- 
burgh district to destinations in northeastern Ohio generally 
and to Cleveland particularly, “strikes at the very heart of the 
coal rate structure from origins in the entire Appalachian re- 
gion to the whole of central freight association territory.” It 
was not possible to assume, said he, that if the P. & W. V. 
rates were not reduced as proposed, the P. & W. V. was going 
to lose all its traffic—that it could at worst only lose a portion 
of it. He asserted that its maximum loss would be infinitesimal 
in comparison with the loss that would be suffered by the pro- 
testants as the result of reductions in rates that would be 
necessary to meet the action of the P. & W. V. 

Mr. Paisley, after referring to the action of the Wheeling 
in making the additional reductions from Ohio No. 8 district 
to Cleveland, Lorain and Huron, thereby increasing the long 
established differential of 10 cents against the Pittsburgh dis- 
trict, to 39 cents to Cleveland and Lorain, and 29 cents to 
Huron, said the P. & W. V. reduced its rates to preserve the 
differential of 10 cents and retain tonnage that otherwise would 
go to Ohio No. 8. In part he said: 


The Pittsburgh & West Virginia’s Cleveland. T.orain and Huron 
coal tonnage used almost entirely for steam and domestic purposes 
constitutes a substantial part of its coal tonnage and earns it sub- 
stantial revenues. Its loss at this particular time of industrial de- 
vression will result in financial distress, if not disaster, to the Pitts- 
burgh & West Virginia Railway, and will impose upon its Pittts- 
burgh district. shippers serious financial losses. 


Mr. Larsen, of the North American Coal Corporation, Pitts- 
burgh, said his company had sold approximately 200.000 tons 
of Pittsburgh district coal each year in the Cleveland market 
but that since August 1, when the Wheeling reduced its rates 
and thereby increased Pittsburgh’s differential disadvantage 
from 10 to 39 cents in the Cleveland market, practically no 
Pittsburgh Terminal Coal Corporation coal, which the North 
American Coal Corporation sells, had been shipped. He said 
about 1,000 tons had been shipped whereas under the old dif- 
ferential “we would have shipped from 10,000 to 15,000 tons.” 
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He said if the Commission suspended the P. & W. V. tarig 
restoring the 10-cent differential, his company would loge , 
market it had enjoyed for many years “and which we feel we 
are entitled to retain.” 

Mr. Boden, for the Western Pennsylvania Coal Traff, 
Bureau, said the members of his bureau were commercial ship. 
pers of coal for steam and domestic use and that they were 
in competition with the Ohio districts, particularly northeasterp 
Ohio. He said since the reduced rates had gone into effect 
from eastern Ohio mines to northeastern Ohio destinations, the 
western Pennsylvania members of his bureau had lost business 
exceeding 3,000 tons a day. 

“If this present relationship between Ohio and western 
Pennsylvania continues in effect, western Pennsylvania passes 
out of the picture beyond a doubt, in the steam and domestic 
markets of eastern Ohio,” said he. 

Counsel for the protestants asked if it was not a fact that 
there was only one member of the Western Pennsylvania Coal 
Traffic Bureau served by the P. & W. V. and that the other 
members would be at a disadvantage as against that one mem. 
ber if the rates went in. Mr. Boden said only one member 
was on the P. & W. V. but that the members generally were 
for the P. & W. V. rates. 

John B. Keeler put H. M. Waybright, traffic manager of the 
New England Coal & Coke Co., operating mines in the upper part 
of the Fairmont district, on the stand to show that since the 
change in the Ohio rates that company had lost around 150,000 
tons to Ohio No. 8. Mr. Waybright said the Ohio rates created 
a differential of 54 cents a ton against his coal and therefore 
it could not compete with the Ohio coal in the Cleveland mar. 
ket. Mr. Keeler said their position was that interstate shippers 
should not be precluded from that market and that the other 
~~ should take action similar to that taken by the P. & 

a he 

August G. Gutheim, counsel for the Western Pennsylvania 
Coal Traffic Bureau, emphasized that Ohio coal was not placed at 
a disadvantage when it moved east into Pennsylvania while 
Pennsylvania coal moving west was at a differential disadvan- 
tage “’ now that disadvantage had been substantially in- 
creased. 


John Hofstatt, of the Lincoln Gas Coal Co., operating in 
the Pittsburgh district, spoke for the P. & W. V. rates. 


Mr. Martin, for the Wheeling, said the P. & W. V. was 
without power to publish the joint rates via the P. & W. V. 
and the W. & L. E. He said the Wheeling had advised the 
P. & W. V. that the latter could not use the general concur- 
rence authority given to the P. & W. V. by the Wheeling for 
the rates in issue but that nevertheless the P. & W. V. reduced 
the rates. He said he had known of no other instance where 
concurrence authority had been so used. He said it was neces- 
sary for the Commission to exercise its suspension power to 
relieve the Wheeling of that abuse. Asked whether the con- 
currence authority had been revoked, Mr. Martin said it had not 
because sixty days’ notice had to be given and by that time 
the matter would be disposed of one way or the other. 


Mr. Powell asked why the Wheeling had made the addi- 
tional cuts to Cleveland, etc. Mr. Martin said it was because 
the Wheeling felt the reductions were necessary to consumers 
in Cleveland and the other points, as the result of the other 
reductions required by the Ohio commission. 


Mr. Bronson asked if the rates had not been put in by the 
Wheeling to “steal our Pittsburgh tonnage.” Mr. Martin re- 
marked to the effect the Wheeling had not been engaged in 
thievery and that it had acted to protect its situation in north- 
eastern Ohio. 


Mr. Bronson asked if the Wheeling would withdraw the 
rates but Mr. Martin said he had no authority to say that it 
would. Mr. Powell had developed that the P. & W. V. had proposed 
its rates only because of the reductions made by the Wheeling 
to Cleveland, etc., and not because of the rates ordered in by 
the Ohio commission. Mr. Bronson said if the Wheeling would 
take out the rates to Cleveland, etc., the P. & W. V. would 
withdraw its rates. 

Generally, counsel for the trunk line protestants, urged the 
suspension board to recommend suspension of the P. & W. V. 
rates, declaring in effect that the case made by the P. & W. V. 
in support of the rates could not justify the Commission letting 
the rates go in when the effect on the coal rate structure in 
the whole territory involved and on the revenue of the carriers 
was considered. 

The Commission granted sixth section permission to 
W. S. Curlett to publish “Note A” to the tariffs providing for 
the 18-cent reduction on coal when for movement via the lakes 
to Canadian destinations south and east of Sarnia, Ont. The 
note follows: 
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This provision does not apply on coal delivered to vessels at such 
ports in Canada for vessel fuel. Shippers or receivers of coal at 
Canadian ports shall file with the Ore and Coal Exchange, Cleveland, 
Ohio, affidavit showing the amount of coal assigned for vessel fuel, 
and shall keep appropriate record of all such coal used for that pur- 
pose, which record shall be available to the Ore and Coal Exchange 
or any of its employes or inspectors. 


In the absence of such a provision, fueling vessels on the 
Canadian side would have had preference over American ports 
to the extent of 18 cents a ton. (See Traffic World, August 27, 


p. 372.) 


LOANS TO RAILROADS 


The Reconstruction Finance Corporation, up to August 25, 
had authorized a total of $240,989,000 to 49 railroads, including 
lines in receivership, according to Jesse H. Jones, member of 
the board of directors of the corporation. He said approxi- 
mately 18 per cent of the corporation’s loans had been granted 
railroads. Undoubtedly, he said, these loans had, in some in- 
stances, prevented receiverships, and had had a very decided 
and helpful effect on the value of railroad securities. He said 
a great many railroad bonds were owned by insurance com- 
panies, savings banks, and other so-called trust investments, 
and in avoiding receiverships the corporation had contributed 
substantially to those trust investments. He pointed out that 
while, in receivership, trains continued to operate, there was 
nevertheless a great demoralization, laying off of men, and a 
cessation of purchase of supplies. 

In Finance No. 9581, Southern Railway reconstruction loan, 
on further applcation, the Commission, by division 4, has ap- 
proved a further loan of $7,251,000 for three years to meet in- 
terest maturities. The carrier obtained a loan of $7,500,000 
last February. The present application was for $9,251,000 but 
the Commission said since it was filed the carrier had applied 
to the Railroad Credit Corporation for a loan of $2,000,000 to 
meet in part its interest maturities. The Commission said the 
cash forecast for December 31, 1932, showed a deficit of $9,251,- 
000 which might be coverd by a loan of $2,000,000 from the 
Railroad Credit Corporation and $7,251,000 from the Reconstruc- 
tion Finance Corporation. The loan of $7,251,000 is to be made 
in instalments in September, October, November and December. 
The Commission said the applicant should pledge with the 
R. F. C. as collateral security for the loan $24,019,000 of de- 
velopment and general mortgage 4 per cent gold bonds, series 
A, of 1956; 4,584 shares of common capital stock of the Fruit 
Growers’ Express Co., and $323,500, par value, of common stock 
of the Southwestern Construction Co. 


In Finance No. 9149, St. Louis Southwestern Railway Co. 
reconstruction loan, on supplemental application for further 
loan of $1,704,982, the Commission, by division 4, has approved 
a loan of $684,450 for three years to be used for payment of 
vouchers, principal of equipment trust notes, and interest on 
equipment trust notes due September 1 and October 1, 1932. 
The entire amount of the loan requested was not granted be- 
cause the carrier expects to obtain a loan of $1,020,532 from 
the Railroad Credit Corporation to meet interest obligations. 
Last April the Commission approved a loan of $18,000,000 to 
the carrier and under that approval the R. F. C. made a loan 
of $17,000,000 on June 1, according to the report. The Railroad 
Credit Corporation has repaid $750,000 and the applicant $40,000, 
leaving $16,210,000 due the R. F. C., according to the report. 
The Commission said the applicant should agree with the R. 
F. C. that all the collateral security for the loan previously 
made should apply pari passu to that loan and to the loan now 
authorized, and that the latter should be further secured by the 
unrestricted indorsement and guaranty of the Southern Pacific 
Co. of the collection of both principal and interest of the note, 
or notes, to be given by the applicant to the R. F. C. evidenc- 
ing the loan. 


In Finance No. 9560, Uvalde & Northern Railway Co. re- 
construction loan, the Commission, by division 4, has denied 
approval of a loan of $50,000 on a finding that the prospec- 
tive earning power of the applicant and the security offered 
are not such as to afford reasonable assurance of applicant’s 
ability to repay the loan. The carrier sought the money to 
rehabilitate its line of railroad which was extensively damaged 
by recent floods. 


In Finance No. 9152, New York, Chicago & St. Louis Rail- 
road Co., reconstruction loan, the Commission, by division 4, 
in a third supplemental report, has approved a further loan of 
$1,400,000 for three years to be used for the purpose of meeting 
fixed interest charges on September 1. Total loans by the Re- 
construction Finance Corporation to applicant now outstanding 
aggregate $7,400,000, according to the report. The Commission 
said the applicant should pledge the R. F. C. as part of the col- 
lateral security for the loan, $1,955,000 of Northern Ohio Food 
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Terminal mortgage 6 per cent gold bonds of 1979 and should 
agree with the R. F. C. that all of the securities heretofore 
pledged as collateral for previous loans, as well as the terminal 
bonds, should apply, pari passu, to all the loans. 

In Finance No. 9607, the Lakeland Railway has applied for 
a loan of $12,000 from the R. F. C. for three years to finance 
construction work, repairs, purchase equipment, meet bills and 
repay a loan. 

An application from the city of St. Louis seeking a loan 
with which to complete approaches to the municipal bridge on 
which the Terminal Railroad Association of St. Louis has been 
spending money under a contract with the city has been re- 
ceived by the Reconstruction Finance Corporation. The bridge 
is to be used by the railroads when it is completed. The city 
planned to ask for a loan of $1,500,000. Details of the applica- 
tion were not made public. 

The R. F. C. may act soon on an application of the state 
of Louisiana and the city of New Orleans for a loan to build 
the proposed New Orleans public belt railroad bridge across 
the Mississippi River. 


RAILROADS AND HOOVER PLAN 


The Trafic World Washington Bureau 


President Hoover’s proposal that the railroads borrow 
money from the Reconstruction Finance Corporation for equip- 
ment improvements for the purpose of expanding railroad and 
other employment, originally made public by the President July 
29, was approved for committee consideration by the business 
conference that was called by the President at its closing ses- 
sion August 26. 

The conference, in resolutions, created a subcommittee com- 
posed of Daniel Willard, president of the Baltimore and Ohio, 
and George H. Houston, president of the Baldwin Locomotive 
Works, to consider: 


Increased employment on- railroads and stimulation of industry 
through expansion of maintenance of equipment and purchase of new 
equipment in cooperation with the Interstate Commerce Commission 
and the Reconstruction Finance Corporation. 


Secretary of the Treasury Mills, in addressing the confer- 
ence, had stated that the proposal was regarded by the bank- 
ing and industrial chairmen who met the day prior to the con- 
ference as worthy of consideration. He indicated that progress 
toward formulation of a program for furthering the Hoover plan 
with respect to railroads had been made. 


Mr. Willard Explains 


Mr. Willard discussed the proposal relating directly to the 
railroads before the conference. He felt the: suggestion had 
merit but said it involved a matter of individual railroad par- 
ticipation and not one of group action. The Baltimore and 
Ohio, he said, had decided to embark on a program involving 
expenditure of $3,000,000, to be financed under a formula to be 
worked out with the Reconstruction Finance Corporation. He 
said this would give work to 2,000 men and women for a period 
of six months. 

Mr. Willard explained the origin of the proposal, referring 
to the conference that was held at the United States Treasury 
July 28 by Secretary of the Treasury Mills, railroad officials, 
R. F. C. officials, and Mr. Houston. At that conference, said 
Mr. Willard, Secretary Mills explained why the conference had 
been held. Continuing, he said: 


He said that Congress had appropriated a large sum of money 
to be used in such ways as might contribute most towards relieving 
the unemployment situation primarily, and also to that end for 
the purpose of stimulating industry. He said that the President, upon 
whom rested the responsibility of carrying out the program approved 
by Congress, felt that the railroads, being large employers of labor, 
might in themselves constitute a helpful agency to be used in this 
connection. He added that it was generally thought that because 
of the depression which had been in effect for more than two years, 
there was probably a considerable amount of what might be called 
accumulated under-maintenance on many of the roads, and while no 
doubt they all had facilities ample for the present volume of business, 
it had occurred to him that it might be possible and desirable at this 
time to anticipate expenditures in that connection which might not 
be presently necessary but which would be necessary when business 
revived. He said that generally that was the subject which the con- 
ference had been called to consider. 

After the matter was fully discussed it was decided that at a 
subsequent meeting an effort should be made to work out some sort 
of a formula or plan whereunder the Reconstruction Finance Cor- 
poration would consider loaning money to such of the roads as might 
wish to borrow for the particular purpose mentioned. 


He said subsequent conferences were held at the office of 
the R. F. C. August 2 and 3 at which representatives of the 
Pennsylvania, B. & O., and Burlington were present, and added: 


The subject discussed at the former conference was considered 
at length and in much greater detail. It was pointed out by rep- 
resentatives of the railroads that no doubt some of the carriers 
would be willing to give consideration to the borrowing of money 
with which to anticipate repairs not presently needed, provided the 
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terms granted were such as to justify an expenditure of money for 
that purpose at this time and under existing conditions. After a full 
discussion of the matter a statement was prepared by the Recon- 
struction Finance Corporation setting forth the terms and condi- 
tions under which that body would consider loans for the purpose 
of taking care of deferred maintenance of equipment in particular. 
In general terms it was proposed that the money would be loaned 
without collateral in the ordinary sense, but that the cars and engines 
to be repaired would be held out of service until the money borrowed 
for such repairs was repaid. It was also understood that the interest 
on money so used would accrue until the final date of payment but 
would not be due or collected until the cars and engines were put 
in service. The rate of interest later on was fixed at 5 per cent. 

The needs of the railroads for new equipment was also discussed 
and Mr. Houston outlined a plan which he had been developing tec 
cover that particular point. Later on he submitted for the con- 
sideration of the railroads a program providing a means of financing 
new equipment which it was thought would meet the requirements 
of the present situation. 


Mr. Willard said he agreed to put the matter before the 
railroad executives and referred to the meeting held in New 
York August 10 at which the executives held that the matter 
was one for action of individual roads. Continuing, he said: 


_ I also laid the matter before the Baltimore and Ohio board of 
directors with the recommendation that I be authorized to arrange 
for a loan of $3,000,000 on the terms outlined by the Reconstruction 
Finance Corporation, the money so borrowed to be used for heavy 
repairs to 150 locomotives and 2,500 freight cars, and for completing 
the construction of 1,000 new freight cars which had been started 
some time ago but work on which had been stopped before the job 
was finished. This the board authorized me to do. 

The subject, as will readily be understood, is one which could not 
be acted upon by the roads collectively, but will have to be dealt 
with by each individual company having in mind its own necessities 
and circumstances. 


This, in general terms, describes what took place at the first 
conference in the office of Secretary Mills on July 28, and at subse- 
quent conferences, including the meeting of the railroad executives 
in New York on August 10. 

I think it is not inappropriate that I should refer briefly to an- 
other phase of the subject having to do with the unemployment situa- 
tion which was referred to so feelingly by Mr. Young in his address 
this morning. It has been held by some that expenditures by the 
railroads at this time of the character proposed would be uneconomic 
and unsound. It may be that such a course as has been suggested is 
uneconomic and unsound, although it is by no means certain that 
such would prove to be the case. 

If, as is hoped by all and believed by many, an upturn in busi- 
ness is imminent, it might develop that expenditures of the kind 
mentioned would prove to be economic and sound, but granting for 
the sake of argument that such expenditures at this time would be 
uneconomic, there is one other phase of the problem which in my 
opinion ought not to be overlooked and that is the human element 
in the situation as reflected in the ten or more million men out of 
work at this time. No country or system of government can expect 
to endure permanently with such a large number of men out of work 
and aw unable to procure the things necessary for life and 
comfort. 

The unemployment problem which we have in this country today 
presents a serious threat to the seen saengge= d of our institutions, and 
I submit that a problem which threatens the very foundation of our 
institutions is not less important than the question of economics which 
may be involved in the expenditures proposed. 

I believe the managers of the American railroads will give this 
matter their earnest and sympathetic consideration. In fact, at the 
meeting which was held in New York on August 10, they so expressed 
themselves. Naturally, it will require some little time to develop 
just what can be done in each individual case. Of the $3,000,000 which 
the Bailtimore and Ohio Co. contemplates using in this connection, 
probably not less than $2,000,000 will be paid directly to labor and it 
will mean the employment of roundly 2,000 men for at least six 
months; $1,000,000 will probably be required for necessary material 
to be purchased, and will mean the employment of other men needed 
in that connection. I think it is not improbable that after the mat- 
ter has been fully considered by the railway managers, it may de- 
velop that as many as 30,000 or 40,000 men, perhaps more, will be given 
work directly during the winter months, and possibly half as many 
more indirectly by means of the assistance proposed to be extended 
by the Reconstruction Finance Corporation. While the number of 
men so employed is relatively small, nevertheless it would be a sub- 
stantial contribution toward the settlement of a very serious problem. 


Mr. Houston also discussed the proposal and a proposed 
plan under which the R. F. C. would make the necessary ad- 
vances. Several “formulas” have been under consideration as 
to the basis on which this particular class of loans would be 
made to railroads. 


It was understood that Mr. Willard and Mr Houston would 
pursue their study of the proposal and that future develop- 
ments would be based on the results of that course of action. 

In outlining some of the features of the plan for financing 
the acquisition of equipment by railroads, Mr. Houston said the 
proposal was that 80 per cent of the sales price would be 
financed by senior equipment trust certificates in standard form 
maturing in not more than 30 equal semi-annual instalments 
and bearing dividend warrants to be agreed upon. He said 10 
per cent of the sales price would be received in each instance 
by the manufacturer in the form of junior certificates matur- 
ing in 10 equal semi-annual instalments, and the remaining 10 
per cent would be paid to the manufacturer in cash, to be pro- 
vided by the railroad from its own treasury or by separate loans 
from the Reconstruction Finance Corporation. He said the cer- 
tificates would be guaranteed by the railroad. In each case 
the R. F. C. would advance 80 per cent of the selling price of 
the equipment and would receive by direct or indirect pledge 
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the senior certificates as well as the junior certificates issueq 
to the manufacturer. Mr. Houston expressed the belief that 
the railroads could help the country out of the depression by 
buying more than their actual requirements. ; 

It is understood that the Reconstruction Finance Corpora. 
tion, on loans to railroads for the purpose of increasing employ. 
ment through expenditures for expansion of maintenance of 
equipment and purchase of new equipment, will charge 5 per 
cent interest. 

Thus far the Pennsylvania and the Baltimore and Ohio are 
the only railroads that have announced plans to take advantage 
of the proposal, 


Equipment Corporation 


In considering the plan for R. F. C. loans to railroads for 
equipment improvement the proposal was made that a railroad 
equipment ‘corporation be created to facilitate the transactions 
among the railroads, the R. F. C., and the equipment manufae. 
turers. It was said this week that plans were being made for 
the organization of such a corporation in which the R. F. ¢ 
and eight or nine of the outstanding equipment manufacturers 
would have a joint interest. The proposed corporation, it was 
stated, would have the objective of stimulating new equipment 
purchases and providing credit with the aid of the R. F. C. 

Railroads generally, according to opinion in informed quar. 
ters, probably will not borrow money to expand maintenance 
of equipment and to buy new equipment, in an attempt to im- 
prove business. That appeared to be the view after the Presi- 
dent’s conference had adjourned. The machinery may be set 
up, however, for railroads desiring to do so, to obtain loans for 
equipment improvement. The Association of Railway Execu- 
tives has left the proposal for the consideration of each men- 
ber road, holding that the problem was one for decision by 
each road. Railroads may, of course, it is pointed out, utilize 
the credit obtainable from the R. F. C. for equipment improve- 
ment deemed necessary. 

Reports from New York that articles of incorporation of 
the proposed equipment corporation had been filed did not re- 
sult in disclosure of any details at the offices of the Recon- 
struction Finance Corporation. It was indicated there was 
nothing to be said on the subject at this time. 

The first application for a loan from the R. F. C. to finance 
equipment construction to provide employment was filed by the 
Pennsylvania Railroad Co. and made public by the Commission 
September 1. The application was in accord with the announce- 
ment recently made by the company that it would ask for such 
a loan. 

The application asks a “work loan” of $2,000,000, to be re- 
paid within three years, with interest at a rate not to exceed 
5 per cent per annum. The security for the loan, said the ap- 
plicant, would be the note of the applicant and the collateral 
now pledged with the R. F. C. as security for the loan of 
$27,500,000 heretofore approved in Finance No. 9243. 

“With a view to increasing employment and stimulating 
business, applicant is prepared to construct fifteen hundred 
(1500) all-steel box cars, of 100,000 pounds capacity, its Class 
X-29, with bodies 40 feet inside length, said construction to be 
carried out in its own shops, provided suitable arrangements 
can be made with the Reconstruction Finance Corporation for 
securing the funds therefor,” says the application. ‘The con- 
struction of these cars would give employment in applicant’s 
railway shops for about 700 men for five months working about 
40 hours per week. This estimate can probably be doubled for 
orders and work to be given to other industries to furnish for 
said cars approximately 19,000 tons of steel, and the miscel- 
laneous specialties to fully equip the cars, which will employ 
labor in outside shops and factories. 

“The construction of said 1,500 box cars would not other- 
wise be done by the applicant at this time, and the sole purpose 
thereof is to furnish employment to men who would not be 
otherwise employed this fall and winter.” 


New York.—Promoters of the Railroad equipment Financ- 
ing Corporation have filed the formal certificate of the organ- 
ization’s incorporation at Dover, Del. The corporation has been 
created for the purpose of encouraging the railroads to borrow 
from the Reconstruction Finance Corporation funds with which 
to purchase supplies and finance repairs, thereby aiding unem- 
ployment relief efforts. 

The participating manufacturers who are forming the com: 
pany will divide among themselves its $130,000 of capital stock. 
Although no names have yet been announced with respect to 
the participants in the cooperative organizations, these will be 
disclosed soon when election of officers and directors takes 
place. ; 

George H. Houston, president of Baldwin Locomotive 
Works, has acted as chairman of the committee effecting the 
corporation. 
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September 3, 1932 


PRACTICES OF CARRIERS 


“the Commission, at the Shéritian Hotel, Chicago, Ill, begin- 
—me September 20, Nave been announced by the. Commission. 


ng Dp A - * : 
— The Commission, in a notice issued by Secretary McGinty, 


said that either from responses made to inquiries or from the 
evidence thus far adduced of record, it appeared that two ques- 
tions were presented concerning the terminal switching serv- 
ices performed on certain industrial plant tracks in moving 
traffic between industries located on such tracks and the rails 
of respondent carriers. Setting forth the questions and other 
matter, the Commission, in its notice, said: 


1. Whether such terminal services, in whole or 
formed in placing cars at designated locations in positions accessible 
for loading and unloading—are services which the connecting com- 
mon carriers, by operation of law, are duty-bound to perform. This 
question relates to three distinct methods of rendering such services, 
including: 

Group A, where the industries perform these services and re- 
ceive compensation therefor from respondent carriers. 

Group B, where the industries perform the services and them- 
selves bear the expense without compensation from respondent car- 
riers, and 

Group C, where respondent carriers perform the services at the 
special convenience of the industries. 

2. Whether, in circumstances where such services are per- 
formed by the industries, any allowances made to the industries by 
connecting common carriers as compensation for such services, are 
lawful; also why, in similar circumstances, no allowances are made 
to other industries for performing such services. 

It appearing further, that in the determination of these ques- 
tions the individual industries and respondent carriers are entitled 
to a full hearing; now therefore, for the purpose of affording to all 
interested parties an opportunity to be heard, the above entitled pro- 
ceeding is assigned for further hearings at the places and on the 
dates hereinafter named. In reference to each industry and respond- 
ent carrier so specified—(the respondents being identified by using 
customary and well known abbreviations of their names, under the 
caption “Railroad Connections’’)—it is requested that, by its author- 
ized representatives, it attend the assigned hearing, according as 
their respective interests may appear, and have available there wit- 
nesses, who, from their knowledge of the operations on the industrial 
plant tracks which serve their respective industries, can testify to 
physical facts relating to the performance of the described services, 
the basis and justification for any allowance or compensation which 
may be received by such industries from the respondent carriers for 
such services, and to any other or further facts that may have a 
material bearing in the determination of the two questions herein 
set forth. 

If, in reference to any of the named industries of respondent car- 
riers, information of a more particular or special nature is deemed 
essential, or if the presence of particular witnesses is desired, a special 
notice of such particulars will be served. 

These assignments have been arranged in a manner calculated to 
meet, as far as practicable, the conveniences of all interested parties. 
It is quite probable some changes will be sought toward that end, 
and, so far as requests are kept within the range of assigned dates 
and at one or the other of the specified locations, they will be given 
due consideration. 

Any inquiries in reference to this proceeding, and the assigned 
hearings, should be addressed to W. P. Bartell, director, Bureau of 
Service, Washington, D. C. 

ai are assigned before Director W. P 
ago, Ill.. comme at 9:0 
oS an 



















the dates on ; s it: 

september 2 as icago Doc erminal Co., E. Chicago, Ind., 
B. & 0. C. T., P. R. R.; B. & O., I. H. B., E. J. & E.; General Amer- 
ican Tank Car Corp., E. Chicago, Ind., address: 230 South Clark St., 
Chicago, Ill., B. & O. C. T., P. R. R., I. H. B.; National Malleable & 
Steel Castings Co., Cicero, Ill., address: 80 East Jackson Blvd., Chi- 
, Ill., B. & O. C. T., Belt Ry. of C.: Youngstown Sheet & Tube 
Co., Indiana Harbor, Ind., B. & O., P. R. R., l. H. B., EB. J. & E.; 
Aluminum Ore Co., E. St. Louis, Ill., I. C., B. & O.; Anderson-Theo- 
bold Co. (Allison Branch), Lawrenceville, Ill, B. & O.; Moulding- 
Brownell Co., Harvey, Ill., C. & E. I., Ill. Cent., B. & O. C. T., C. 
M. St. P. & P. 

seviunber 21—Staley Mfg. Co., A. E., Decatur, Ill, I. C., B. & O., 
Ill. Term., P. # R., Wab; bake 


k uth Bend Ind., P. 
Rk, N.Y. C. 6. Eh wW., We tand 4 oti oct of Ind., Witting: 


- andar 1 
ind.; B.é& 0. Cc. tT. PK. R., x. YS. LM. S., B. Ss. & 5 meer- 
lake Iron Corp., South Chicago and Federal Furnace plants ,address: 
332 So. Michigan Ave., Chicago, Ill, I. H. B., P. R. R.; Chicago Dis- 
trict Electric Generating Corp. (State Line Plant), Hammond, Ind., 
address: 72 West Adams St., Chicago, Ill., P. R. R.; Metal & Thermit 
Corp., Hammond, Ill, B. & O. C. T., E. J. & E., I. H. B.; United 
Chemical & Organic Products Co., W. Hammond, IIl., address: 4100 
S. Ashland Ave., Chicago, Ill., B. & O. C. T. 

September 22—Acme Steel Co., Riverdale, IIl., address: 2840 Archer 
Ave., Chicago, Ill., I. C., P. R. R.; American Steel Foundries, Indiana 
Harbor, Ind., address: 410 No. Michigan Ave., Chicago, Ill.; I. H. B., 
E, J. & E.; Indianapolis P. & L. Co., Indianapolis, Ind., Big_ Four, 
I. C.; Inland Steel Co., Indiana Harbor and East Chicago, Ind., ad- 
dress: 38 South Dearborn St., Chicago, Ill, I. H. B.; Louisville 
Cement Co., Speeds, Ind., P. R. R.; Standard Steel Car Co., Ham- 
mond, Ind., address: 79 East Adams St., Chicago, Ill., C. & E., N. Y. C. 
& St. L., I. H. B.; Kingan & Co., Indianapolis, Ind., I. C., B. & O., 
CLé& L.: PR. R., N. Y. Cc. & St. L., Big Four; Citizens Gas Co. 
(Lansdale Ave. and Prospect St. plants). Indianapolis, Ind., I. C., 
CL&ébL, B.& O., P. R. R., N. Y. C. & St. Louis, Big Four. 

\ September 23—Richardson Co., Melrose Park, Ill., I. H. B.; Singer 
nis. Co., So. Bend, Ind., N. Y. C., Wab.; Roxana Petroleum Co., 
Roxana, Ill., Ill. Term., C. & A., C. C. C. & St. L.; Granite City Steel 
hae Granite City, Ill, Ill. Term.; Granite City Steel Co., Madison, IIl., 
pe R. R. A. of St. L ; St. Louis Gas & Coke Corp., Cochem (Granite 
Wet.’ Ill., address: 1017 Olive St., St. Louis, Mo., I. C., Ill. Term., 

ab. C. & E. 1, C. B. & Q.; St. Louis Gas & Coke Corp., Granite 
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City, Ill., address 1017 Olive St., St. Louis, Mo., Alton & Sou., T. R. R. 
A. of St. L.; American Car & Foundry Co., Madison, Ill., T. R. R. A. 
of St. L.; American Car & Foundry Co., Terre Haute, Ind., C. & E. 1.; 
Scullin Steel Co., St. Louis, Mo., address: 6700 Manchester, St. Louis, 


Mo., Mo. Pac., C. B. & Q., Wab., St. L.-S. F. 
oxtember 24—General Motors C is, Mo., T. R. R. A, of 
St. 3 e hemica 0., rasselli, Ind., address: E. Chicago. 
Ind., I. H. B.; Commonwealth-Edison Co. (Crawford Ave., and Com- 
monwealth-Edison Co. plants), So. Chicago, Ill., address: 72 W. Adams 
St., Chicago, Ill., Belt Ry. of C., E. J. & E.; Commonwealth-Edison 
Co., Chicago, Ill., address: 72 W. Adams St., Chicago, Ill., C. B. & Q. 
September 26—John Morrell & Co., Ottumwa, Iowa., C. B. & Q.. 
Cc. M. St. P. & P., C. R. I. & P., Wab.; Superpower Co., Powerton, 
ll., address: 20 N. Wacker Drive, Chicago, Ill, C. & I. M.; Aunt 
Jemima Plant No. 1, St. Joseph, Mo., C. B. & Q.; Fleischmann Yeast 
Co., Crescent, Ill., address: Pekin, Ill., C. & I. M.; Pillsbury Flour 
Mills, Springfield, Ill, C. & I. M.; American Steel & Wire Co., 


DeKalb, Ill., C. & N. W., C. G. W., C. M. St. P. & P.; American 
— me” Steel & Wire Co., Waukegan, Ill., C. & N. W., E. J. & E. Sawyer- 
n part—per- 


Goodman Lumber Co., Sagola, Mich., C. M. St. P. & P.; Nekoosa- 
Edwards Paper Co., Nekoosa, Wis., C. & N. W., C. M. St. P. & P,, 
M. St. P. & S. S. M.; Nekoosa-Edwards Paper Co., Port Edwards, 
Wis., C. & N. W., C. M. St. P. & P., M. St. P. & S. S. M.; Joyce- 
ae ag y+” ane Ill., address: 400 W. Madison St., Chicago, 


September 27—Marathon Paper Mills, Rothschild, Wis., C. & N. 
Wc. = oe. ee & FP. j i  , . 
P. & P.; Mosinee Pap _* sinee, s . oo. 2 


Allis-Chalmers Mfg. Co., Milwaukee, Wis., C. M. St. P. & P., C. & N. 
W.; Milwaukee Coke & Gas Co., Milwaukee, Wis., C. M. St. P. & P., 


Cc. & N. W.; Dewey Portland Cement Co., Linwood, Iowa, address: 
Buffalo, Iowa, C. R. I. & P., C. M. St. P. & P.; Interna ester 
Co. Milwaukee, Wis, C. M. St. P. & P.; Ch -Products Coke 
~Orp., cago, . address: 3500 S. Crawford Ave., Chicago, IIl., 


.&, ae a. & <, 

é September 28—American Bridge Co., Gary, Ind., E. J. & E.; Na- 
tional Tube Co., Gary, Ind., E. J. & E.; North Shore Coke & Chemical 
Co., Waukegan, Ill., E. J. & E.; American Steel Foundries Co., Granite 
City, IL, C. & A., Sou., T. R. R. A. of St. Louis; Lincoln Sand & 
Gravel Co., Lincoln, Ill., C. & A., I. C.; Standard Oil Co. of Ind., Wood 
River, Ill, C. & A., Ill. Term., Big Four; La Clede Steel Co., Alton, 
Ill., C. & A., Ill. Term.; Shell Petroleum Co., Roxana, Ill., C. & A., 
Big Four, Ill. Term.; Public Service Co. of Northern Ill., Waukegan, 
Il, C. & N. W., E. J. & E.; Medusa Portland Cement Co., Dixon, 
mn. <¢c., ©. & wo. W. 

September 29—American Can Co., Maywood, Ill., C. & N. W., 
I. H. B.; Illinois Steel Co. (Gary Works), Gary, Ind., E. J. & E.; 
Illinois Steel Co., Joliet, Ill., E. J. & E.; Northwestern States Port- 
land Cement Co., Mason City, Iowa, C. & N. W., M. & St. L., C. M. 
St. P. . C. R. I. & P., C. G. W.; Filer and Stowell, Milwaukee, 
Wis., C. & N. W., C. M. St. P. & P.; Rockford Brick & Tile Co., Rock- 
ford, Iowa; C. R. I. & P.; Concrete Materials Corp., Wallingford, 
Iowa, C. R. I. & P.; Chicago Bridge & Iron Works, Washington 
Heights, Ill., address: 1305 West 105th St., Chicago, Ill., C. R. I. & P.; 
Mineral Point Zine Co., Dupue, Ill., C. R. I. & P., N. Y. C., C. M. 
st. P. & P. 

September 30—Crane Co., Chicago, Ill., address: 836 S. Michigan 
Ave., Chicago, Ill., Belt Ry. of C., A. T. & S. F., Ill. Nor., I. H. B., 
C. R. & Ind. R. R.; Keystone Steel & Wire Co., Peoria, Ill., P. & P. U., 
Cc. & N. W., C. & I. M.; Mt. Vernon Car Mfg. Co., Mt. Vernon, 
Iil., C. & E. I.; Corn Products Refining Co., Chicago, Ill., address: 
To acne’ Ave., Chicago, Ill., I. H. B., B. & O. C. T., Belt Ry. 
oO me 3 . 


Commenting on testimony given at the hearing in Ex Parte 
104, part 6, warehousing and storage of property by carriers 
at the port of New York (see Traffic World, August 27, p. 377), 
T. A. Adams, chairman of the Warehousemen’s Protective Com- 
mittee, said that the testimony of D. T. Lawrence for the car- 
riers “shows conclusively that railroad companies will not 
increase their rates to the so-called compensatory basis.” 

“From our standpoint,” said Mr. Adams, “it is important 
to note that the respondent carriers, in the evidence which 
they have offered, have not attempted to deny the warehouse 
renting arrangements, the rebates, concessions and subsidies 
and the warehousing and storage of freight by the carriers at 
rates lower than cost of service. In fact, the respondent car- 
riers admit that they warehouse and store freight at less than 
costs of service and attempt to justify that conduct by their 
statements that the low rates are attributable to competition 
among themselves for traffic and to their competition with 
water lines and motor trucks.” 

Continuing, Mr. Adams said: 


The representatives of the Warehousemen’s Protective Commit- 
tee have been handicapped by the compensatory rate contention which 
has been championed in this case by counsel for the Merchandise 
Division of the American Warehousemen’s Association and a few 
warehousemen located at the port of New York. We do not desire 
a ruling by the Commission that the carriers may stay in the com- 
mercial storage business on the condition that they charge so-called 
compensatory rates. Before the public hearings in this case we 
felt impelled to go to Washington and inform members of the Com- 
mission that the warehouse industry of the country would not be 
satisfied by such a ruling. * * * 

he compensatory rate proposal, if agreed to by the carriers, 
would simply mean that in the few cases where the carriers, them- 
selves, store freight, the rates for storage and handling would be 
raised to the so-called compensatory basis. That will not be a drop in 
the bucket even if the carriers agreed to it. The increased rates 
would not be applied in any of the hundreds of cases where the 
carriers are granting allowances, rebates, concessions and preferred 
rental arrangements to their preferred warehouse allies. The chief 
problem throughout the United States as well as the port of New 
York arises from the unfair competition of the railroad subsidized 
warehouses. Any arrangements made as to the so-called compensa- 
tory rates will not affect the unfair competition which our members 
are subjected to by the subsidized arrangements which are being 
established by the railroads throughout the country. 
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In this big and important case, in which we have spent our 
time and money to obtain the full measure of relief for the inde- 
pendent commercial warehouse industry of the country, we do noc 
want to be side-tracked by the compensatory rate theory, which wil' 
afford very little, if any, relief. 

The public hearing stage of the case was completed on August 
24. Briefs must be filed on or before October 22, 1932. Then in due 
course we will receive an examiner’s proposed report which will be 
followed by the Commission’s report. : 

From our standpoint the case has been handled in a very satis- 
factory manner. The abuses, of which we complain, affect the 
commercial warehouse industry of the whole country and they are 
of a character which, if not restrained, will undermine the whole 
system of regulation of common carriers and destroy the power and 
usefulness of the Interstate Commerce Commission. The investiga- 
tion was very properly instituted as an investigation by the Com- 
mission on its own motion, in which it must perform its duty to make 
its regulatfon forceful and effective. The Commission used its in- 
vestigators to obtain competent evidence from the books and records 
of the carriers, of the misconduct of which we complain. That evi- 
dence was portrayed by the investigators in an able, impartial and 
fearless manner. The great mass of evidence submitted by the in- 
vestigators and by our representatives stands unrefuted. At last this 
vexatious problem of many years’ standing is revealed in its true 
light by an abundance of competent evidence and we confidently 
expect a decision by the Commission which will afford us complete 
relief from the unfair railroad competition in the near future. 


“n 


FRISCO RECEIVERSHIP 


A temporary receiver for the Frisco Railroad, pending ad- 
judication of the matter of a permanent receivership, will be 
requested of the Federal Court in St. Louis at the hearing 
September 6. A motion to this effect was filed with the court 
August 26 by attorneys for Charles and Dora R. Gans, of Balti- 
more, and they served notice on the railroad officials that they 
would argue it before Judge Faris. 

In the motion it is alleged that the company is in default 
on interest on $109,866,000 of consolidated mortgage gold bonds, 
series A. It alleged that officers of the company had declared 
that the road lacked funds with which to meet this obligation, 
as well as items of $400,000 and $60,000 for interest, also due 
on the same date, on five per cent equipment trust certificates, 
series AA. 

The point was made that the value of prior lien mortgage 
bonds would be impaired and the properties might be fore- 
closed with loss to creditors unless a temporary receiver were 
appointed. 

A protective committee was formed for holders of prior 
lien and consolidated mortgage bonds, and newspaper adver- 
tisements almost simultaneous with the receivership suits ad- 
vised security-owners against approving the company’s financial 
readjustment plan. This committee stated that the plan was 
discriminatory toward owners of prior lien and consolidated 
mortgage bonds, who had been asked to make sacrifices “dis- 
proportionate to the concessions made by other classes of 
bonds.” 

“These bondholders,” said the committee in its public an- 
nouncement, “are to waive payment of interest (except for con- 
tingent interest certificates) until July 1, 1937, and, thereafter, 
to accept 50 per cent in the case of the prior lien bonds and 
40 per cent in the case of the consolidated bonds as a fixed 
charge, the remaining interest to be contingent on earnings 
until July 1, 1942. No corresponding concession is required 
from other classes of bondholders.” 

The committee also maintains that the prior lien and con- 
solidated mortgage bonds would be subordinated to a new issue 
of $25,000,000 of mortgage bonds for general corporate purposes. 

S. E. Starr of New York is secretary of the protective com- 
mittee, which comprises Henry Carter of St. Louis, Harold E. 
Mellon and Harry H. Woolard of Boston, and Sylvan M. Barnet 
and Cornelius A. Sullivan of New York. 

By obtaining $2,400,000 to meet obligations due September 
1 and $647,000 for interest due on October 1, the Frisco com- 
pleted arrangements to meet the receivership proceedings and 
to gain more time for working out its financial readjustment 
plan. Up to August 30 owners of about fifty per cent of the 
company’s securities had assented to the new financial plan, 
and the directors were expected to determine, at a meeting in 
New York September 1, to extend the time for another thirty 
days in which to enable security-holders to acquiesce in the plan. 
Should a sufficient percentage of the security-holders approve 
the present plan, the company would be in position to amend 
it or to frame a new one. 

The Railroad Credit Corporation granted the company a 
loan of $1,000,000. President J. M. Kurn said that there was 
$1,400,000 in the road’s treasury which would be applied to 
maturing obligations. Thus, the company would have the 
$2,400,000 required on September 1. He added that there was 
ample money in the treasury also for the $674,000 interest due 
on October 1. With $1,000,000 borrowed from the credit cor- 
poration and $2,074,000 disbursable from the company’s treas- 
ury, the September and October obligations totaling $3,074,000 
would be paid. 
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The company also filed, August 29, a motion with the feq. 
eral court asking for dismissal of the receivership case. In this 
motion all the allegations of the petitioners, Charles and Dora 
R. Gans of Baltimore, were categorically denied. 

The company maintained that these litigants, owners of 
$3,500 of prior lien bonds, sought to collect obligations not due 
and to obstruct the company and its creditors in efforts to cop. 
summate a readjustment plan. Ability to meet financial objj. 
gations was stated, and that the company has been able to 
avert default, largely through loans. 

Replying in the motion to the allegation that the dividends 
paid in 1930 and 1931 were not earned, the company explained 
that the common and preferred stock dividends were paid from 
surplus and undistributed earnings of other years. The motion 
said the board has been changed since these dividends were 
declared, and no criticism could be made against the present 
directors. 

The company averred that the terms of the prior lien bonds, 
under which the receivership suit was brought, provided that 
owners of these securities should apply to the Hanover Bank 
or D. K. Catlin, trustee, to file suit. These terms, the motion 
held, had not been followed. 

Attorneys for Charles and Dora R. Gans asked the court 
to hear the receivership case September 6. The Frisco asked 
for a hearing September 1. 

President Kurn announced Wednesday that the time for 
depositing bonds and stocks in the readjustment plan was ex. 
tended to September 26. He said more than half of the secu- 
rities had been turned in as indication of approval of the plan, 
and commented that this showing was remarkable, inasmuch 
as only six weeks had elapsed since the plan was first pub- 
lished, and owners of securities are away from their offices 
and homes in summer. He expressed the conviction that a 
large enough percentage of security-assent would be obtained 
to assure the adoption of the readjustment plan. 


FIFTEEN PER CENT CASE, 1931 


A proposal of the carriers to make changes in Item 55 of 
the tariff of emergency charges that was filed pursuant to the 
Commission’s decision in Ex Parte 103, Fifteen Per Cent Case, 
1931, has been submitted to the Commission by B. T. Jones in 
sixth section application No. A-3716. The proposed changes, 
according to the petition, are the result of consideration of re- 
quests received by joint committee representing carriers. The 
carriers wish to make the changes on ten days’ notice. 

The Commission has not yet acted on the application, the 
carriers having asked that action be deferred temporarily so 
that publicity might be given the petition and reaction from 
shippers obtained. Shippers who have comment to make on 
the proposed changes, it is suggested, should communicate with 
the Commission at once. It is expected the application will be 
disposed of after a short period of time has been allowed to 
elapse. Sete caper 

In Group 61 of item 55 it is proposed to eliminate feed; 
grain, gluten feed, grain, N. O. I. BB’ Nvo“and add feed, made 
wholly from grain, N. O. I. B. N. No emergency charge is 
proposed. 

In Group 164 an addition is proposed carrying a reduction 
from 2 cents to 1 cent a hundred pounds in the emergency 
charges on jute waste, paddy rice screenings, rice straw, vetch 
seed, waste: flax mill, consisting of combings, scrapings or 
sweepings. 

Proposed changes in Groups 290, 300 and 310 follow: 


Group 290—Now reads anthracite coal (not including ground coal 
in packages), as follows: Change to read: anthracite coal (not includ- 
ing ground or pulverized coal, or coal dust, in packages), as follows: 

Group 300—Now reads bituminous coal (not including ground 
coal in packages) as follows: Change to read bituminous coal (not 
including ground or pulverized coal, or coal dust, in packages), as 
follows: 

Group 310—Now reads coke, as follows: Change to read: coke (not 
—_— ground or pulverized coke or coke dust, in packages) as 
ollows: « 


Group 333 now reads mica ore and takes 6 cents a ton. 
It is proposed to change it to read mica ore, not ground, sub- 
ject to 6 cents a ton. 

Group 392 now reads crushed limestone, ground limestone, 
each taking 6 cents a ton. It is proposed to change it to read 
crushed limestone (not including limestone or marble terrazzo 
material) subject to emergency charge of 6 cents a ton, and 
ground limestone (not including limestone or marble terrazzo 
material, subject to 6 cents a ton. It is also proposed to add 
limestone or marble terrazzo material, proposed emergency 
charge, 12 cents a ton. It is also proposd to change marble, 
crushed, taking 12 cents a ton, to marble, crushed, ground or 
pulverized, taking 12 cents a ton. 

Group 400 now reads logs, of domestic wood (except but- 
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ternut, cherry, dogwood, holly, ironwood, Spanish cedar and 
walnut) or Canadian wood or Mexican pine, and it is proposed 
to change it to read logs, of domestic wood (except butternut, 
cherry, dogwood, holly, ironwood, Spanish cedar and walnut, or 
Canadian wood or Mexican pine, not less than seven (7) feet in 
length. No emergency charge proposed. 

To Group 551 it is proposed to add slabs, clay or shale, 
taking present emergency charge of 2 cents a hundred pounds, 
and impose a charge of 1 cent a hundred pounds. 

To Group 640 it is proposed to add leather, viz.: scrap, 
having value only for fertilizer purposes, present charge, 2 
cents a hundred pounds, proposed, 1 cent, and phospho plaster, 
now taking 2 cents a hundred pounds, proposed charge, 1 cent 
a hundred pounds. 

Group 701 now reads coal, ground, in packages, and takes 
1 cent a hundred pounds; it is proposed to change it to read 
coal, ground or pulverized, or coal dust, in packages, and take 
an emergency charge of 1 cent a hundred pounds. It is further 
proposed to add coke, ground or pulverized, or coke dust, in 
packages, no emergency charge at present, and impose emer- 
gency charge of 1 cent a hundred pounds. It is proposed to 
add middlings, more or less saturated with oil, now subject to 
2 cents, and impose emergency charge of 1 cent a hundred 
pounds. It is also proposed to add tile, clay or earthernware, 
broken, now taking 2 cents, and impose emergency charge of 
1 cent a hundred pounds. 


TARIFFS NOT FOR BULLETIN USE 


Railroads, in the opinion of the Commission, must not use 
blank spaces on the backs of tariffs for the dissemination of 
views on the transportation problem. 

This was revealed August 30 when Secretary McGinty made 
public an order, by division 2, directed at matter appearing on 
page 4 of a schedule designated as supplement No. 23 to I. C. C. 
No. A-757 (J. H. Glenn series) and described on the title page 
thereof as Freight Tariff 316, issued by F. L. Speiden, agent. 

On the page referred to, under the heading, “Somebody 
Pays the Difference,” appeared an excerpt from an editorial in 
The Traffic World, in which questions were raised as to the 
railroads paying for their roadways and as to the motor and 
water carriers paying for use of the highways and waterways. 
Below this excerpt appeared a statement by L. A. Downs, presi- 
dent of the Illinois Central system, under the heading, “A 
Guess That Has Cost $185,000,000.” This related to the esti- 
mates of what valuation of railroads would cost when the valua- 
tion act was passed and what the work had actually cost to date. 


The order of the Commission says that the schedule “con- 
tains extraneous matter which has no bearing whatever upon 
the rates, rules, regulations and practices contained therein,” 
and directs issuance and filing with the Commission not later 
than September 30 of a supplement canceling supplement No. 
23 to I. C’ C. No. A-757, “which shall include all matter con- 
tained in the said supplement No. 23, except that it shall omit 
all matter shown on page 4 thereof.” 


It is understood the Commission feels that carriers should 

not publish in tariffs matter that does not bear on the rates, 
rules, regulations and practices contained therein. So far as is 
known, no other similar instance of such use of a tariff has 
come to the attention of the Commission. Commission officials 
felt that disapproval of the practice, when discovered, should 
be recorded. 
; The Commission could have rejected the schedule in ques- 
tion and thus eliminated it from its files. Under the order, 
however, the “condemned” tariff remains in the files as a can- 
celed supplement. 


L. & N. VALUATION 


In Valuation No. 456, Louisville & Nashville Railroad Co. 
et al., 39 Val. Rep. 347-835, the Commission, by division 1, has 
found final value as of June 30, 1917, as follows: L. & N. Rail- 
road Co., owned and used, $300,275,000; owned but not used, 
$7,827,269, and used but not owned, $25,004,103. Elkton & 
Guthrie Railroad Co., owned and used, $110,379. Glasgow Rail- 
way Co., owned and used, $336,600. Tennessee Western Rail- 
road Co., owned and used, $125,000, and used but not owned, 
$127,000. Final value of owned but not used property found 
as follows, as to carriers named: South East & St. Louis Rail- 
way Co., $7,187,305; Nashville & Decatur Railroad Co., $7,308,- 
650; Owensboro & Nashville Railway Co., $2,720,000; Henderson 
Belt Railroad Co., $27,500; Morganfield & Atlanta Railroad Co., 
$655,000; Maysville & Lexington Railway Co. (north division), 
$2,925,000; Maysville & Lexington Railway Co. (southern divi- 
Sion), $750,000; Swan Creek Railway Co., $495,000; Long Branch 





The Traffic World 





PAGE 425 





Coal Railroad Co., $240,000; Bay Minette & Fort Morgan Rail- 
road Co., $415,000; Pontchartrain Railroad Co., $282,000. 

The report said that the Louisville & Nashville’s invest- 
ment in road and equipment, including land, as of valuation 
date, was shown on its books as $281,620,323.95, which, if read- 
justments were made in conformity with the Commission’s ac- 
counting classification would be reduced to $262,175,766.57. The 
cost of reproduction new and the cost of reproduction less 
depreciation of property owned and used by the L. & N., ex- 
clusive of lands, and including the carriers’ portion of jointly 
owned and minor facilities, was found to be $318,946,329, and 
$259,324,772, respectively. Corresponding costs for property 
owned but not used were found to be $8,090,242 and $6,491,851; 
for property used by not owned, $23,729,593 and $19,931,175; and 
for the carrier’s portion of jointly used but not owned property, 
$112,878 and $89,621: The present value (valuation date) of 
lands and rights owned and used by the carrier, determined in 
accordance with the Commission’s usual methods, was found to 
be $24,191,383, and of lands and rights owned but not used, 
and used but not owned, $1,078,381 and $4,045,460 respectively. 

The Commission said the estimates of cost of reproduction 
covered by the report were based on the 1914 level of prices 
while the present values of the lands were based on the fair 
average of the normal market value of lands adjoining and 
adjacent to the rights of way, the yards, and terminals of the 
carriers as of valuation date. It said this discrepancy would 
be removed when it adjusted to later dates, in accordance with 
the requirements of the valuation act the final values herein 
reported. 

Commissioner Lewis, dissenting in part, said he disagreed 
with the classification of the so-called batture lands as used 
but not owned. He said, in his opinion, the right of the carrier 
to use these areas should be classified as rights in public domain. 


LUMBER AND RAILROADS 


In a letter addressed to officials of the principal western 
railroads, President Aishton, of the American Railway Associa- 
tion, and others, the Western Pine Association asks for rail- 
road cooperation in the solution of problems of the industry. 
Copy of a program adopted at a recent meeting of the Associa- 
tion accompanied the letter. 

“We recognize that our product must largely and can most 
satisfactorily move by rail,’ says the letter. “This can be 
done with the greatest advantage to the railroads and ourselves 
only if the railroads are relieved of various economic burdens 
imposed from the outside, and are allowed to develop high 
efficiency in internal operation. Consequently we wish to give 
every practicable assistance to the railroads to this end.” 

The lumber industry, it is stated, is going through a period 
of “terriffic storm and stress.” Among the foremost of the 
problems of the industry, according to the letter, is the ques- 
tion of freight rates. 

The economic program in which the railroads, along with 
other interests, are asked to cooperate, is general in nature, 
covering such matters as a reduction in taxation, control of 
lumber production, and the creation of orderly marketing pro- 
cesses. That part dealing with freight rates calls for a general 
reduction in freight rates and “equitable rates on lumber com- 
pared with other commodities.” Under the same head, ends to 
be worked to include: 1. Removal of the United States as a 
competitor of the railroads, direct or indirect; 2. Public regula- 
tion of competing transport facilities; 3. Repeal of portions of 
law imposing unreasonable economic burdens on the railroads, 
and, 4. Reduction of taxes on the railroads by a general reduc- 
tion and by an “equitable shift of taxation—especially to com- 
petitors.” Realization of such a program, it is indicated, would 
increase the net income of the railroads, thereby making it 
possible for them to reduce all their rates. 

The association, says the letter, includes the principal lum- 
ber producers of the pine territory of the western part of the 
country, embracing eastern Washington, eastern Oregon, Cali- 
fornia, Idaho, Montana, Arizona, and New Mexico. Through its 
economic committee, it is stated, it has been making a broad 
economic study of industry problems. “Inter-economic group 
cooperation is essential to the solution of some of the most 
important problems facing our country,” it is asserted. 


AN I. C. C. PUZZLE 


(By Thos. F. Woodlock, in The Wall Street Journal) 


On August 3 the Interstate Commerce Commission denied 
an application of the transcontinental rail carriers to establish 
lower rates on sugar from San Francisco points to Chicago, Mil- 
waukee, St. Louis and certain related points, without reducing 
rates to intermediate points. The purpose of the proposed reduc- 
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tion was to recapture business which had been diverted to water 
routes, and to eastern and southeastern lines. In former years 
(prior to 1922) these carriers had had “fourth section relief” of 
the kind asked for in this case, but it was withdrawn in the 
Sugar Cases, 1922, decisison made in 1924. It is not necessary 
to go into the details of the matter beyond noting the grounds 
on which the Commission denied the “relief.” 

Under the law (Section 4) grant of “relief” is limited by 
the proviso that the Commission “shall not permit the establish- 
ment of any charge to or from the more distant point that is 
not reasonably compensatory for the service performed.” It 
was under this proviso that the application was denied, which 
makes it of interest to see what kind of a rate was found to be 
‘not reasonably compensatory” for transportation of sugar be- 
tween the above points. It must be remembered that traffic 
for which fourth section relief is asked*is “by-product” traffic 
or “added traffic,” and, therefore, is not chargeable with full 
overhead costs. 

Present rates on sugar from San Francisco to Chicago are 
84 cents per 100 pounds for a distance (short line) of 2,258 miles, 
minimum loading 60,000 pounds. This gives a revenue per car 
of $504, per car-mile of 22.32 cents and per ton-mile of 7.44 
mills. The rate proposed was 62 cents per 100 pounds, with 
minimum loading of 80,000 pounds, which gives a revenue per 
car of $496, per car-mile of 21.96 cents and per ton-mile of 5.49 
mills. The proposed rate is declared by the Commission to be 
non-compensatory. The reader will observe that the difference 
in the revenue per car on a shipment from San Francisco to 
Chicago at the proposed rate and minimum is but $8 from that 
at the present rate and minimum, and the difference between 
the respective revenues per car-mile is less than one-half cent. 
It is only in the ton-mile revenue that the important difference 
appears, viz., 1.95 mills. But it is well known that costs of 
hauling are much more affected by car movement than by 
ton-mileage; in other words, car-miles are a vastly better unit 
of cost-of-movement than are ton-miles, although neither is by 
any means perfect. It is, therefore, hard to see how $8 per car 
or one-half cent per car-mile can make the dfference between a 
compensatory rate and one that is not compensatory. 

True, the present rate is admittedly not a full maximum 
rate. As a matter of fact it is, like some other transcontinental 
rates, extensively “blanketed,” for it applies to all the territory 
east of central Arizona and Nevada. Nevertheless, a car-mile 
revenue of close upon 22 cents for a distance of over 2,200 miles 
is on its face anything but an extremely low rate. Compare 
it, for instance, with livestock rates in the Eastern District, where 
the Commission has prescribed maximum rates yielding about 12 
cents per car-mile for less than 1,000 miles. Livestock is ex- 
pedited traffic with many special costs; sugar is neither ex- 
pedited nor needing special service. Car-mile revenues (and 
costs) tend, moreover, to decline as distance increases, which 
makes the comparison more striking. 

The Commission bases its decision on the following reason- 
ing: in the Phoenix case (140 *I. C. C. 171) it prescribes 84 
cents as maximum for a haul from San Francisco to Winslow, 
Arizona, a distance of less than 1,000 miles. In the southwestern 
revision it prescribed 84 cents as a maximum for a distance of 
1,200 miles. And it says: “We cannot regard rates for the long 
hauls involved herein which are so much lower than rates which 
we have prescribed as reasonable maximum rates for distances 
of less than 50 per cent under equal or more favorable traffic 
conditions as meeting the reasonably compensatory requirement 
of Section 4. We would not be warranted therefore under the 
powers conferred on us by Section 4 in granting relief from the 
provisions of that section to maintain such rates.” 

But what were the minima loadings prescribed in connection 
with those rates? Rate and minimum are indissolubly con- 
nected for obvious reasons. Were not the rates in the Phoenix 
case, for example, coupled with a 60,000 pounds minimum? And 
also the rates in the southwestern revision? And if so, what 
is the force of references to those rates for comparison with a 
rate attached to an 80,000 pounds minimum? Surely a car-mile 
revenue of nearly 22 cents for a 2,200-mile haul ought to mean 
something when it is a question of “compensation.” 

It is all rather puzzling! Perhaps the matter of “reasonable 
rates” is one of fourth dimensional mathematics! 


RAILWAY WAGES 
The Trafic World New York Bureau 


At the regular meeting of the Eastern Presidents’ Confer- 
ence August 30 a special committee was appointed to consider 
what action shall be taken in regard to wage reductions for 
organized rail labor, in cooperation with similar committees 
from other sections of the country. A statement was issued by 
F. W. Leamy, secretary of the conference, as follows: 
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At a meeting of the Eastern Presidents’ Conference today, a com. 
mittee was appointed to cooperate with committees from the west. 
ern and southwestern regions in giving consideration to the matte, 
of railway wages for the period following February 1, 1933, on which 
date the present agreement expires. 

Mr. Leamy announced that the committee representing the 
Eastern region would be composed of John G. Walber, vice 
president in charge of personnel of the New York Central; C. w. 
Galloway, vice president in charge of operations of the Balt. 
more & Ohio, and H. A. Enochs, acting chief of personnel for 
the Pennsylvania Railroad. 

Later the names of members of the committees from weg. 
ern and southeastern regions who will unite with a committee 
from eastern railroads in preparing to negotiate for a reduction 
in wages were disclosed. 

For the western group the representatives will be W. RP 
Thiehoff, general manager of lines east for the Chicago, By. 
lington and Quincy; W. M. Jeffers, vice-president of the Union 
Pacific Railroad, and J. T. Gillick, vice-president of the operat. 
ing, mechanical and engineering departments of the Chicago, 
Milwaukee, St. Paul and Pacific. Southeastern representatives 
will be W. J. Jenks, operating vice-president of the Norfolk and 
Western; P. R. Albright, vice-president of the Atlantic Coast 
Line, and C. D. Mackay, assistant to the vice-president of the 
Southern Railway. 

These committees will probably meet in Chicago next week. 


RAIL CONSOLIDATION 
The Traffic World New York Bureau 


Despite the fact that no statement could be obtained fol- 
lowing the meeting of representatives of the four eastern trunk 
lines in New York Wednesday, it is generally believed that 
some progress was made toward consummation of at least a 
part of the merger as approved by the Commission. 

The meeting here lasted from early afternoon until eve 
ning, but the executives which attended the conference would 
make no statement except that the meeting was held and that 
after further discussion was adjourned to meet September 13. 
In railroad circles it is predicted that the trunk lines may 
shortly seek permission to put through certain individual steps 
in the general plan about which there is no disagreement. 

No comment could be obtained of possible progress in over- 
coming the chief stumbling block in the merger problem, the 
order of the Commission that the Pennsylvania divest itself of 
the control of the New Haven and Boston and Maine. It is 
understood that, since the Commission gave its approval to the 
merger plan contingent on such divestment, and since the Penn- 
sylvania is reluctant to follow this policy, concerted action on 
the part of the four trunk lines has been prevented. 


RAIL INCOME STATISTICS 


In the six months ended with June Class I steam railroads 
had a deficit in net income of $127,384,204, as compared with 
net income of $31,143,329 for the first six months of 1931, ac- 
cording to the Commission’s monthly statement on selected in- 
come and balance-sheet items. For June the deficit in net in- 
come was $20,722,700 as compared with net income of $21,414, 
543 in June, 1931. 

The net railway operating income for the first six months of 
1932 was $113,128,233, as against $241,487,455 for the correspond- 
ing period of 1931. Other income totaled $104,541,954, as against 
$133,285,589 for the 1931 period. Total income for the 1932 
period was $217,670,187 as against $374,773,044 for the 1931 
period. Total deductions, including deductions for rent for 
leased roads, $65,718,957; interest deductions, $266,553,083; and 
other deductions, $12,782,351; amounted to $345,054,391, pro- 
ducing the deficit in net income of $127,384,204. 

Dividend declarations (from income and surplus) in the 
1932 period were $41,572,068 on common stock and $9,722,597 
on preferred stock, as against $154,528,664 on common stock 
and $33,684,177 on preferred stock in the 1931 period. 

Total current assets amounted to $1,031,336,837 at the end 
of June as compared with $1,362,807,198 at the end of June, 1931. 

Total current liabilities at the end of June amounted to 
$1,013,556,335 as against $1,121,296,188 at the end of June, 1931. 

Funded debt maturing within six months was stated as 
$78,610,246 as against $67,504,443 at the end of June, 1931. A 
footnote explained that the total of funded debt maturing within 
six months in the 1932 period included payments which will 
become due on account of principal of long-term debt (other 
than that in Account 764, funded debt matured unpaid) within 
six months after close of month of report. 


The abstracts of tariff filings, rejections, suspen 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffie files are up-to-date. 
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Ocean Shipping News 





INTERCOASTAL AGREEMENT 


The Trafic World New York Bureau 


OLLOWING six weeks of negotiation, the intercoastal con- 

ference of steamship lines has agreed to extend its control of 
rates for a period of seven months to March 31, 1933. Secretary 
Robert C. Thackara issued a statement saying that this in- 
sured stabilization of the trade, both eastbound and westbound, 
for this period. 

Bonds of $25,000 each have been posted by individual lines 
to guarantee observance. 

Many details of the new agreement are still to be worked 

out. Eastbound and westbound rates are to be placed on a 
arity. 
: This result is to be achieved mainly through the establish- 
ment of a pool based on surcharges or slight advances in rates 
to be distributed among the lines on the basis of frequency of 
sailings. Lines with the greatest frequency of sailing will be 
the heaviest contributors and those with the smallest frequency 
will receive the highest percentages out of the pool, so that 
this will provide for a “sensible curtailment of sailings.” 

The lines are to be divided into two groups, A and B, the 
latter to be allowed a greater frequency of sailings than under 
the old agreement. It may be said that all rates will be B. 
rates and that the A lines will add to these tariffs an arbitrary 
of 214 cents a hundred pounds on the handicap list of com- 
modities because of their greater frequency of sailings and 
speed of vessels. 

Lumber rates are to be advanced to $10.50 a thousand feet 
in October and the rate on shingles will be 60 cents. The pres- 
ent $10 rate has been maintained for several months. An 
effort is being made to clean up the unsatisfactory conditions 
that have prevailed in the water transportation of lumber in 
respect to absorption of terminal charges, allowance of claims, 
and fees for various subsidiary services. 

The agreement as a whole is still to be submitted to the 
Shipping Board for its approval, but this is believed to be as- 
sured, inasmuch as the original agreement was adopted at the 
behest of the board, which has a direct interest in several of 
the lines as the holder of mortgages on vessels purchased from 
the government in the post-war period. 

Another problem now engaging the attention of the inter- 
coastal group is the increasing encroachment of the Gulf Lines 
on the territory of the lines operating from the North Atlantic 
ports. This subject has been discussed at various times in the 
last two years and interest in it has been reawakened by recent 
diversions of independent steel shipments to the Gulf and by 
the proposal for a reduction of 5 cents a hundred pounds on 
Pacific Coast canned goods shipped by rail from the Gulf to 
Chicago. 





Washington, D. C.—Chairman O’Connor, of the Shipping 
Board, has announced receipt of advices from R. C. Thackara 
that the intercoastal lines have agreed to continue the con- 
ference until March 31, 1933. The agreement under which the 
conference has been operating expired August 31. The new 
agreement has yet to be submitted to the board for approval. 
Chairman O’Connor commended the lines for reaching an agree- 
ment, pointing to the desirability of rate stability and avoid- 
ance of ruinous rate wars. 


OCEAN SHIPPING DEVELOPMENTS 
The Trafic World New York Bureau 


The grain trade in the full cargo market has been some- 
what better in the last few days in point of the number of fix- 
tures reported, but this increase has not been reflected in any 
change in rates, which remain on the 6c basis, Montreal to Ant- 
werp or Rotterdam. The latest fixture in this direction was that 
of a British steamer to take 33,000 quarters for the first part 
of September, with option of delivery at Liverpool, London, or 
Birkenhead, at 1s 9d, or 2s if two ports of discharge. Two more 
fixtures from Port Churchill made their appearance, both on the 
basis of 8s to picked ports in the United Kingdom, Antwerp, 
or Rotterdam, and one with option for the Mediterranean at 
3s 414d for September. One vessel was fixed for 14,000 quarters 
from Montreal to Sweden and/or Finland on the basis of 10%c 


one, lle two, and 11%c for three ports, for the last half of 
October, 


Business in the transatlantic sugar trade was slow, with 
only two or three fixtures reported, at usual rates. There were 
no coal or lumber cargoes. Charterers engaged several vessels 
for trips across and two time charters for the West Indies trade 
and two for the Canadian trade were accomplished. Three 
vessels were closed for nitrate cargoes from Hopewell, Va., to 
the Continent for September and October, all on private terms. 

From the Pacific coast a small American vessel was en- 
gaged to take lumber from the North Pacific to North of Hat- 
teras for September, private terms, and a 3,507-net ton motor- 
ship was taken for 12 months in the Pacific-Atlantic trade, also 
on private terms. Most of the grain from Vancouver is moving 
in berthed ships. 

O. E. Duggan, vice-president of Moore and McCormack Com- 
pany, Inc., operators of the Mooremack Lines, announced at New 
Orleans that three additional vessels were to be entered in the 
Gulf-North Atlantic port service of the line, effective August 
31, when the service was increased to a semi-weekly basis from 
New Orleans. 

A new monthly ocean freight service from Galveston and 
Houston to Dunkirk, Havre, and London is announced by agents 
for the Hamburg-American and the Gans Steamship Line. The 
service will start with the sailing of the motorship Patricia 
from Galveston October 1, followed by the motorship Phrygia 
November 1 and the motorship Phoenicia December 1. The 
route of the new service will be triangular, the vessels geing 
from Europe to Santos, Rio de Janeiro and Victoria to load 
coffee for Houston. 

The Gulf-United Kingdom Conference has made a bid for a 
larger share of the lard export traffic from the middle west by 
establishing an arbitrary of five cents a hundred pounds on lard 
refrigerated at 60 degrees, effective until the end of the year. 
On other products requiring refrigeration at not lower than 
46 degrees the arbitrary will be 15c per 100 pounds. 

The Lloyd Brasileiro has extended its service from ports 
of the Gulf to the River Plate. 

The Black Falcon, third of the six freighters of the Amer- 
ican Diamond Line being reconditioned at Kearny, N. J., com- 
pleted her preliminary speed trials off Fire Island and sailed 
Aug. 31 for Rotterdam and Amsterdam. The vessel is to stop 
en route at Rockland, Maine, where she will undergo trials over 
the Navy course in the presence of naval, Shipping Board, and 
shipyard officials and observers from the steamship company, 
General Electric Company, Foster-Wheeler Corporation, and¢the 
United States steamboat inspectors. 

General cargo service between Philadelphia and Puerto Rico 
was inaugurated August 30 with the sailing of the S. S. Felix. 
Taussig of the McCormick Steamship Company from Phila- 
delphia for San Juan and Ponce. Sailings every two weeks via 
Baltimore and Norfolk with the company’s regular intercoastal 
ships will be maintained. 


WATER CARRIER STATISTICS 


Carriers by water reporting to the Commission for the 
calendar year 1931 had a deficit in net income for that year 
of $2,691,863, according to selected financial and operating data 
compiled from annual reports by the Bureau of Statistics of 
the Commission and issued in statement No. 32105. 

Carriers in the Atlantic and Gulf Coast group reported a 
deficit in net income of $1,081,116; in the Great Lakes group, a 
deficit of $1,005,722; in the Pacific Coast group, a deficit of 
$834,993. Carriers operating on the Mississippi River and tribu- 
taries reported net income of $229,968. 

The Federal Barge Lines, operated by the Inland Water- 
ways Corporation, the government barge line agency, accord- 
ing to the statement reported net income for 1931 of $269,351. 

The privately owned and operated American Barge Line Co. 
reported net income of $200,561, while the privately owned and 
operated Mississippi Valley Barge Line reported a deficit in 
net income of $255,141. 


The following data appeared in the statement as to the 
Federal Barge Lines: Investment in real property and equip- 
ment, $22,673,233; cash, $495,697; material and supplies, $248,- 
480; total working assets, $1,124,922; total working liabilities, 
$20,877,830; accrued depreciation, $2,912,118; total corporate 
surplus, deficit of $343,631; freight revenue, $5,995,467; operat- 
ing revenues, $6,347,288; operating expenses, $5,965,739; tax 
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accruals, $13; operating income, $381,536; net income, $269,351; 
number of employes, 3,415; compensation, $2,991,047; tons car- 
ried, 1,481,751. 

Similar data as to the American Barge Line Co. and the 
Mississippi Valley Barge Line follow: 

American Barge Line Co.—Investment in real property and 
equipment, $1,870,687; other investments, $291,979; cash, $130,- 
510; material and supplies, $6,136; total working assets, $287,694; 
capital stock, $1,918,600; total working liabilities, $82,520; ac- 
crued depreciation, $395,060; total corporate surplus, $120,699; 
freight revenue, $805,010; operating revenues, $846,026; operat- 
ing expenses, $644,119; tax accruals, $204; operating income, 
$201,703; net income, $200,561; number of employes, 126; com- 
pensation, $199,488; tons carried, 294,573. 

Mississippi Valley Barge Line—Investment in real property 
and equipment, $3,521,183; cash, $24,083; material and supplies, 
$23,311; total working assets, $153,629; capital stock, $3,500,000 
(represents consideration received for 700,000 shares of com- 
mon stock without par value); unmatured funded debt, $107,000; 
total working liabilities, $206,301; accrued depreciation, $249,594; 
total corporate surplus, deficit of $379,685; freight revenue, 
$863,639; operating revenues, $874,230; operating expenses, $1,- 
104,257; tax accruals, $5,497; operating income, deficit of $235,- 
788; net income, deficit of $255,141; number of employes, 281; 
compensation, $293,667; tons carried, 138,086. 

The statement covers the reports from 125 companies. 
Seventy-seven of the companies reported deficits in net income. 
Among the companies reporting net income for 1931 were: 
Baltimore & Carolina Line, Inc., $34,378; Bull Steamship Line, 
Inc., $13,155; Colonial Navigation Co., $63,899; Eastern Steam- 
ship Lines, Inc., $971,817; Hudson River Steamboat Co., $15,382; 
Merchants & Miners Transportation Co., $314,721; New York 
& Hastings Steam Boat Co., $38,887; Norfolk & Washington, 
D. C., Steamboat Co., $102,671; Philadelphia & Norfolk Steam- 
ship Co., $393,056; St. Johns River Line Co., $20,176; Southern 
Steamship Co., $178,632; Wilson Line, Inc., $74,061; Great Lakes 
Transit Corporation, $220,864; Minnesota-Atlantic Transit Co., 
$118,238; Westwego Petroleum Barge Line, Inc., $45,694; Alaska 
Steamship Co., $256,273; Bay Transport Co., $50,963; Lafferty 
Transportation Co., $48,740; Los Angeles Steamship Co., $329,- 
656; Red Collar Line, Inc., $78,688; and Western Transportation 
Co., $127,342. 

Figures for all the carriers in all groups follow: Invest- 
ment in real property and equipment, $200,208,292; other in- 
vestments, $24,500,989; cash, $10,320,754; material and supplies, 
$1,931,209; total working assets, $35,596,122; capital stock, $89,- 
567,712; unmatured funded debt, $23,139,700; total working lia- 
bilities, $52,372,008; accrued depreciation, $77,546,202; total cor- 
porate surplus, $19,420,714; freight revenue, $67,785,878; pas- 
senger revenue, $28,356,307; operating revenues, $103,117,808; 
operating expenses, $100,023,248; tax accruals, $1,511,550; operat- 
ing income, $1,615,433; net income, deficit of $2,691,863; divi- 
dends declared, $4,003,475; number of employes, 39,468; com- 
pensation, $40,206,343; tons carried, 17,241,011. 


WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with section 
15 of the shipping act of 1916 were approved by the Shipping 
Board August 31: 


1998—Arrow Line with Dollar Steamship Lines, Inc., Ltd.: Ar- 
rangement covers through shipments from United States Atlantic 
ports of call of the Arrow Line to the Orient, with transshipment at 
San Francisco or Los Angeles Harbor. Transshipment expense on all 
shipments is to be absorbed by the two lines. 

1994—-Dollar Steamship Lines, Inc., Ltd., with Arrow Line: Covers 
through billing arrangement covering shipments from the Orient to 
ports of call of the Arrow Line on the United States Atlantic Coast, 
via San Francisco or Los Angeles Harbor. Cost of transshipment on 
all shipments is to be absorbed by the lines. 

2031—Mooremack Gulf Lines, Inc., with American Scantic Line. 
Inc.: Covers through billing arrangement covering shipments between 
New Orleans, Mobile and Tampa and Danish, Finnish, Swedish and 
Polish ports, with transshipment at Philadelphia. Through rates are 
to be based on equalization of the rates of direct lines between Copen- 
hagen, Danzig and Helsingfors and New Orleans. 

2036—Dollar Steamship Lines, Inc., Ltd., with Luckenbach Gulf 
Steamship Company, Inc., and United Fruit Company: Arrangement 
covers through shipments from or via Oriental ports, including Philip- 
pine Islands, to Puerto Cortez, Honduras and Bluefields, Nicaragua, 
with transshipment at San Francisco and at New Orleans. By its 
terms the agreement is restricted to pieces or packages weighing not 
over 4,000 lbs. and not over 20 feet in length. Cost of transshipment 
at San Francisco is to be absorbed by Dollar Line and Luckenbach 
Gulf and transshipment cost at New Orleans is to be absorbed by 
Luckenbach Gulf and United Fruit Company. 

2052—-Mitsui Bussan Kaisha with Luckenbach Gulf Steamship Com- 
panp, Inc.: Through billing arrangement covering shipments from the 
Orient to United States Gulf ports of call of Luckenbach Gulf Steam- 
ship Company. 

2053—Mitsui Bussan Kaisha with Luckenbach Steamship Company, 
Inc.: Arrangement covering through shipments from the Orient to 
United States Atlantic Coast ports of call of Luckenbach Steamship 
Company. The through rates of these agreements are to be assessed 


The Traffic World 


Vol. L, No, 1 








in accordance with rates and conditions, authorized by Originating 
carrier, applying to Gulf traffic (2052) and North Atlantic traffic (2053) 
Each agreement provides that transfer charges are to be absorbej 
by the participating carriers and that transshipment is to be effecteg 
by San Francisco or Los Angeles. 


Agreements Modified 


59-4—River Plate and_Brazil Conferences, approved August 9 
1923, between American Republics Line, cia de Navegacao Loy 
Brasileiro, Commercial Steamship Lines, International Freighting Corp 
Ine., Lamport & Holt, Ltd., Linea Sud Americana, Inc., Mississippi 
Shipping Company, Inc., Munson Steamship Line, The Booth Steam. 
ship Company, Ltd., Prince Line, Ltd., and Wilhelmsen Steamship 
Line. Article 6 of the present agreement provides that meetings of 
the conferences are to be held regularly on Tuesday of each week 
and that if any regular meeting falls on a legal holiday the meeting 
shall be held at the same hour on the next business day. To permit 
the holding of meeting other than as thus specified the member lines 
of the conferences propose substituting for the present Article § of 
the agreement an article to read as follows: ‘‘Except as_ otherwise 
directed by the chairman, member lines of the River Plate Conference 
shall meet at eleven o’clock on Tuesday of each week and the men. 
bers of the Brazil Conference shall meet at twelve noon on Tuesday 
of each week.” 5 

59-5 and 59-6—River Plate and Brazil Conferences: Modification 
agreement bears United States Shipping Board Bureau of Regulation 
and Traffic Conference Agreement Number 59-5; between American 
Republics Line, Cia de Navegacao Lloyd Brasileiro, Commercial Stean- 
ship Lines, International Freighting Corp., Inc., Lamport & Holt, Lt@, 
Linea Sud Americana, Inc., Mississippi Shipping Company, Inc., Mun. 
son Steamship Line, The Booth Steamship Company, Ltd., Prince 
Line, Ltd., and Wilhelmsen Steamship Line, and Conference Agree. 
ment Number 59-6, between Houston Line (London), Ltd., and Amer- 
ican Republic Line, Cia de Navegacao Lloyd Brasileiro, Commercial 
Steamship Lines, International Freighting Corp., Inc., Lamport & 
Holt, Ltd., Linea Sud Americana, Inc., Mississippi Shipping Company, 
Inc., Munson Steamship Line, The Booth Steamship Company, Lté,, 
Prince Line, Ltd., and Wilhelmsen Steamship Line, and covers ad- 
mission of the Houston Line (London), Ltd., to membership in the 
conferences and stipulates the terms of such memberships. 

703-1—The New York and Porto Rico Steamship Company with 
America France Line: Modifies an agreement for through shipments 
of all_traffic between Havre and Porto Rico, with transshipment at 
New York. The modification provides for excepting from the agree- 
ment shipments of oranges, grapefruit and pineapples from Porto Rico 
to Havre. 

1965-1—Klaveness Line with Gulf Pacific Line: Modifies an agree- 
ment covering through shipments from Oriental ports of call of the 
Klaveness Line to United States Gulf ports of call of the Gulf Pacific 
Line, with transshipment at San Francisco or Los Angeles Harbor, 

1967-1—Klaveness Line with Gulf Pacific Mail Line, Ltd.: Modifies 
an agreement covering through shipments from Oriental ports of call of 
the Klaveness Line to United States Gulf ports of call of the Gulf 
Pacific Mail Line, Ltd., via San Francisco or Los Angeles Harbor. The 
purpose of the latter two proposed modifications is to eliminate the 
minimum through rate weight or measurement and to limit the mini- 
mum proportion of the through rate per ton, weight or measurement, 
to the intercoastal carrier in Agreements Nos. 1965 and 1967 

786-1—Nippon Yusen Kaisha with Clyde-Mallory Lines: Modifies 
an agreement between Nippon Yusen Kaisha and Mallory Steamship 
Company, covering through shipments of rice from Hongkong to 
Tampa, Fla., with transshipment at New York. 

1200-2—Luckenbach Gulf Steamship Company, Inc., with Clyde- 
Mallory Lines: Modifies an agreement between Luckenbach Gulf 
Steamship Company, Inc., and Mallory Steamship Company, covering 
through shipments of canned goods and dried fruit in cases from 
Pacific Coast ports of call of Luckenbach Gulf Steamship Company 
to Tampa, Fla., via New Orleans. The purpose of these modifications 
is to record the Clyde-Mallory Lines as a participating carrier in 
these agreements in lieu of Mallory Steamship Company, as the latter 
company is now operating under the name of Clyde-Mallory Lines. 


Agreement Canceled 


Gulf Conferences—C. F. A. Cargo—24-1-B Agreement cancels an 
agreement bearing United States Shipping Board Bureau of Regula- 
tion and Traffic Conference Agreement Number 24-1 approved by 
board March 24, 1925, between Compania Maritima del Nervion, Com- 
pania Transoceania de Navegacion, Cosulich Societa Triestine de 
Navigazione, Dixie Mediterranean Line (formerly American Premier 
Line), Gulf West Mediterranean Line, Navigazione Alta Italia, Navi- 
gazione Odero (formerly N. Odera fu Aless & Co.), Societe Generale 
de Transports Maritimes a Vapeur, Southern States Line, Swedish 
America Mexico Line, Transatlantic Steamship Company and Wil- 
helmsen Line (formerly Norway-Mexico-Gulf Line). 


SCRAPPING OF VESSELS 

The Shipping Board, August 31, approved the surrender of 
marine documents on 124 vessels to the end that these vessels 
shall cease to be documented under American registry and shall 
be held only for sale as scrap. 

The board, in announcing this action, said it was believed 
that the removal of these vessels from the market for other than 
scrap would have a beneficial effect on present freight rates and 
tend to stabilize the value of privately owned American vessels. 
It said it was anticipated that the board would give further 
directions as to the manner in which the vessels should be dis 
posed of within the near future. 

The Shipping Board made public a list of the 124 obsolete 
vessels set aside for scrap and surrender of documents of 
registration. The total deadweight tonnage amounts to 1,077,243. 
A summary of the board’s fleet shows that it now has: a total of 
366 vessels of which 99 are active and 267 inactive. Included 12 
the inactive vessels are the 124 now scheduled for scrappiné. 
The board said the total also included 60 cargo vessels on lines 
that have been sold but not delivered. 

The 125 vessels are tied up at Philadelphia, New York 
Norfolk, New Orleans, and Mobile. The vessels range from 
3,630 to 12,980 deadweight tons, with the great majority in the 
8,000 to 9,000 deadweight ton class. The largest vessels are 
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the Abraham Lincoln, Andrew Jackson, Daniel Webster, and 
John Adams, each of 12,980 deadweight tons. Other large ves- 
sels in the list are the Artemis, 11,925 deadweight tons; East- 
ern Shore, 11,054 deadweight tons; Henry Clay, 12,930 dead- 
weight tons; and Indianapolis, 12,706 deadweight tons. 


BOSTON ARMY BASE LEASE 


The Shipping Board announced August 31 it had approved 
the form of lease upon which the Boston army base terminal 
would be advertised and that bids would be received September 
9 at 11 o’clock, eastern standard time. (See Traffic World, 
June 4, p. 1201.) The board summarized the essential features 
of the lease as follows: 


(1) To commence at midnight, October 15, 1932, and terminate 
December 31, 1937 (5 years, 2% months). 

(2) Rental to be a percentage of the gross revenue derived from 
the use and operation of the premises. 

(3) Lessee to pay for all expenses incurred in the operation of 
said premises, including taxes and/or assessments except municipai 
taxes or assessments on real estate. 

(4) Lessee to make any and all ordinary repairs to the property 
and equipment both inside and outside, including all inside and out- 
side painting of the metal doors, window frames, etc., and to perform 
all necessary dredging, together with maintaining in good repair the 
electric light, power, steam, fire alarm, fire protection and elevator 
service facilities. 

(5) Lessee to carry insurance covering workmen’s compensation; 
owners’, landlords’ and tenant’s public liability; contractors’ public 
liability; water damage, and sprinkler leakage. 

(6) The lessee to furnish performance bond in amount of $50,000. 

(7) Termination by either party after one (1) full year from 
effective date of lease, with the customary six (6) months’ 
notice to either party. 


prior 





NEW STEAMSHIP SERVICE 


The departure of the Point Ancha, scheduled for September 
20, will mark the beginning of a new passenger and freight 
service by the Gulf Line between Caribbean and Pacific coast 
points. This initial trip will be, in effect, an exhibition tour of 
Pacific coast products and space is to be allotted to displays 
from Los Angeles, San Francisco, Portland, Seattle, and Van- 
couver. The only expense to exporters participating will be 
that of preparing their exhibits. 

Definite ports of call already arranged, according to Swayne 
& Hoyt, agents, are Barranquillo, Colombia, Kingston, Jamaica 
and Tampico, Mexico. It is probable that Cartagena, Colombia, 
Curacao in the Dutch West Indies, Vera Cruz, Port au Prince 
and Manzanillo (Mexico) also will be visited. Ample time is 
to be allowed in each port for contacts with possible buyers. 
Consuls and commercial attaches will be asked to disseminate 
advance publicity concerning the ship. 

Chambers of commerce in the various cities represented are 
to assemble their respective exhibits and to detail special repre- 
sentatives to make the trip. It is announced that the agents 
will be represented by one or two men with a thorough knowl- 
edge of rates, tariffs and transportation conditions. 


NORTH ATLANTIC PORT CONFERENCE 


The North Atlantic Maritime Conference, composed of repre- 
sentatives of the ports of Boston, New York, Philadelphia, Balti- 
more and Hampton Roads, will meet in Baltimore September 8 to 
discuss matters of interest to the seaboard. Among the topics for 
consideration will be possible cooperative action between the 
north Atlantic ports in reference to the proposed Great Lakes- 
St. Lawrence seaway project. It is expected that most of the 
north Atlantic ports will submit testimony before Senator 
Borah’s committee, which will begin hearings on this subject 
in September. 

The group also is expected to discuss the effect on Atlantic 
ports of the operations of the federal barge lines, in prepara- 
tion for an appearance before the Shannon committee of Con- 
gress, now investigating government competition with private 
business. 


THE ST. LAWRENCE CANAL 


J. M. Davis, president of the D. L. & W. Railroad, New 
York, has written the following letter to the Buffalo Chamber 
of Commerce with respect to the proposed St. Lawrence Sea- 
way: 


So far as we are concerned, our first thought is, can we afford 
this waterway—it being our understanding that the cost has been 
estimated at around $800 million for the two nations? The experience 
of the past indicates that the original estimated cost of these gigantic 
governmental construction undertakings is just that and nothing 
more. The final cost is something else again—entirely so. All any 
doubter has to do is to scan the records and face the facts—in the 
a of Muscle Shoals, the Mississippi River or our own State Barge 
fine Such projects are prodigious consumers of money and notorious 

: ures at producing the anticipated results at the estimated cost. 
ven when the mention of such a project as being in the offing 
wisd Produce a prideful feeling. Time shows, unmistakably, the 

Sdom of approaching with caution any such proposition which 
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tends to inject the government into business, broadly extend its 
powers and throw the burden on the shoulders of our already sadly 
harassed tax payers. As we see it, this is a matter which should 
not be entered into on faith or promises. It should live or die en- 
tirely from the standpoint of its economic necessity. 

Our next thought has to do with whether this plan has any real 

good behind it or is simply an instrument of politics? The sponsors 
cannot know that it will produce anticipated results, that they will 
hold the value expected and that serious and disturbing drawbacks 
are not lurking in the background. 
; Again, will not this new waterway create sectional disturbances 
in our own country and is such desirable or warranted? Further- 
more, its transportation features shall have to be taken into account 
Will they not disturb and harass our already over-regulated and 
badly crippled railroads by robbing them of much needed and deserved 
revenue, and is this justifiable? 

Finally, suppose the water power which it is planned to create 
can be produced at a profit and sold to consumers at some saving? 
What of it? Does that justify the bonding of our government and 
the consequent taxing of our good people to the extent necessary 
or permitting our government to embark into the power and trans- 
portation business on such a far-flung scale? Frankly, we do not 
think so. 

Granted that this great project would provide employment for 
numberless men for a considerable period of time and recognizing 
the force of that fact, that alone is no good or sufficient excuse 
for embarking on such a stupendous undertaking. It would be far 
wiser, it seems to us, to work toward the reduction of governmental 
indebtedness and expenditures, obviating the necessity for the 
government to assume the role of power and transportation producer, 
enabling it to devote its entire attention to the proper performance 
of its recognized functions, which would, in turn, operate to protect 
industry, reduce taxes and automatically absorb unemployed labor 
in a logical and normal manner, 


Hearings before the Senate committee on foreign rela- 
tions on the St. Lawrence waterway treaty may be begun in 
October, according to Henry J. Allen, of the- Great Lakes-St. 
Lawrence Tidewater Association. 

In accepting the resignation of Hanford MacNider as Amer- 
ican minister to Canada, President Hoover said by the co- 
operative spirit “which you have been able to invoke with 
officials of both governments you have contributed in large part 
to the consummation of the great treaty for the development 
of the Great Lakes-St. Lawrence waterway. It is a notable 
service, and one of which you may always be proud.” 


OCEAN MAIL CONTRACTS 

Chairman O’Connor, of the Shipping Board, called on Presi- 
dent Hoover, September 1, to discuss the question of awarding 
ocean mail contracts to prospective purchasers of the board’s 
four steamship services operating from Gulf ports. The man- 
aging operators have offered to buy the lines if they are assured 
mail contracts under the Jones-White merchant marine act. 
It is estimated that approximately $2,500,000 will be necessary 
to meet payments under the suggested mail contracts. 


INTERCOASTAL TRAFFIC 


Intercoastal traffic of the United States via the Panama 
Canal in July, Atlantic to Pacific, totaled 147,619 tons, and 
Pacific to Atlantic, 301,816 tons, according to the Panama Canal 
Record. Tolls collected on the traffic from the Atlantic to the 
Pacific amounted to $292,952.40, 56 ships transiting the Canal. 
Tolls collected on the Pacific-to-Atlantic traffic totaled $240,- 
358.64, 45 ships transiting the Canal. 


NEW WELLAND CANAL 


The new Welland Canal, which was opened officially in Au- 
gust, is the first link in the Great-Lakes-St. Lawrence deep 
waterway system, the treaty governing which is to be submit- 
ted for approval to Congress and the Canadian Parliament at 
their next sessions. It is the fourth canal to be built in the 
last hundred years connecting Lake Erie and Lake Ontario. 

The new Welland Canal ranks with the Panama as one 
of the great artificial waterways of the world. In some re- 
spects it exceeds the Panama. While the locks of the Panama 
are a little longer and wider, the total lift up and down between 
the two oceans is only 85 feet, covered by seven locks of 46% 
feet each and eight grand locks 1,280 feet long. This is 300 feet 
longer than the longest Panama lock. These replace twenty- 
five locks in the old canal. 


IMPROVEMENT OF WATERWAYS 


An allotment of $100,000 for dredging the Louisiana-Texas 
intracoastal waterway in the Plaquemine-Morgan City area has 
been approved by the Secretary of War. 

River and harbor fund allotments approved by the Secre- 
tary of War follow: Pawcatuck River, Conn., and R. I. main- 
tenance dredging, $43,000, and James River, Va., $20,000 for 
completion of conversion of S. S. Detroit Wayne into a 30-inch 
seagoing agitator dredge. 

An allotment of $50,000 for New York Harbor maintenance 
expenses has been approved by the Secretary of War. For re- 
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moval of shoals in the Delaware River between Roebling, N. J., 
and Bordentown, N. J., an allotment of $15,000 has been ap- 
proved. 


PORT OF ROCHESTER 


The Port of Rochester’s new municipal freight and pas- 
senger dock and terminal, on Lake Ontario, constructed at a cost 
of approximately $500,000, was recently completed and officially 
turned over by the contractors to the city for operation. The 
dock is 1,500 feet long. A large turning basin opposite it, with 
more than 20 feet of water, has been provided, which enables 
the Port of Rochester to handle, without auxiliary power, the 
average freighter, as well as the largest passenger boats operat- 
ing on the Great Lakes. 

With the opening of the enlarged Welland Canal, consider- 
able interest is being manifested in plans for a revival of ship- 
ping on Lake Ontario. The formal opening of the Welland 
Canal, August 6, served again to emphasize the fact that a 
deep water channel now connects Lake Erie with Lake Ontario. 

The administration of the Port of Rochester is in charge 
of a harbor commission, created a year ago by the city council. 
The commission includes Frank H. Macy, chairman, Freeman 
C. Allen, Edward B. Foote, and Elmer E. Fairchild. Joseph A. 
Biel is terminal manager and secretary of the commission. 

The Port of Rochester, until several years ago, was known 
as Charlotte Harbor. In 1916 the corporate limits of the City 
of Rochester were extended to the shore of Lake Ontario and 
the village of Charlotte became the twenty-third ward. The 
Lake Ontario shore line is but seven miles from the central 
business district of Rochester. The harbor consists of a pool 
at the mouth of the Genesee River approximately three miles 
long with a pier protected entrance channel from the lake. 

The total freight traffic of the Port of Rochester has aver- 
aged more than 1,000,000 tons annually in the last six years. 
The passengers handled annually, to and from the port, averaged 
75,000 for the same period. The Ontario Car Ferry Company, 
Ltd., owned jointly by the Baltimore and Ohio and the Canadian 
National, operates car ferries between Rochester and Cobourg, 
Ontario. The Canada Steamship Lines passenger boats ply 
between Rochester and Toronto, Kingston, Clayton, Alexandria 
Bay, and other St. Lawrence River points. Several other steam- 
ship companies operate bulk coal boats from Rochester to Lake 
Ontario and St. Lawrence River ports. 


ALLEGES USE OF FIGHTING SHIPS 


Replying to allegations that the Pere Marquette Line 
Steamers are using fighting ships between Milwaukee, Wis., and 
Muskegon, Mich., made in the complaint filed with the Shipping 
Board in Docket No. 87 by the Wisconsin & Michigan Trans- 
portation Co. (see Traffic World, August 20, p. 338), the re- 
spondent has specifically denied that it is operating vessels be- 
tween those ports as fighting ships. It says it is operating 
the vessels solely to satisfy the demands of the general public 
and to furnish satisfactory and proper transportation between 
the ports involved. It further says that the rates charged by 
it for passengers and automobiles are, in its opinion, fair and 
reasonable and on a remunerative basis. 

“Respondent denies,” the reply continues, “that said rates 
or any of them were made with any intent of driving out or 
otherwise injuring the complainant in its business, and denies 
that said rates were established by it with any intent of com- 
pelling the complainant to meet said rates or with any illegal 
intent of any kind whatsoever. Respondent has no knowledge or 
information sufficient to form a belief as to whether or not 
the rates of respondent caused the complainant to operate its 
steamships at revenues that are less than its cost and puts 
the complainant to its proof in that respect. 

“Respondent denies that the complainant, during the past 
several years, has given and performed good, sufficient and 
efficient service to the public on said route, and denies that the 
services furnished have been adequate for the needs of the 
shipping and traveling public utilizing said route; denies that 
complainant has, for the past several years, operated its steam- 
ships on said route in an efficient, economical manner, and 
alleges in that behalf that the service furnished by the com- 
plainant on said route for the past several years has not been 
satisfactory to the public and adequate to meet the demands 
of the public. That since the respondent commenced the opera- 


tion of its vessels on said route, the complainant has, in order 
to meet the demand of the public, increased its transportation 
vessels. 

“In answer to the allegations of paragraph VII of the com- 
plaint, respondent alleges that it» feels that said route is open 
to respondent; that the complainant is not now and never was 
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entitled to said route exclusively but that the respondent is noy 
and always has had the right to operate on said route if it jg 
so desired. That in the operation of its business, respondent 
has, at all times, endeavored to be fair with the complainant 
and has endeavored to operate its vessels on said route at a 
tariff that was fair to the public and at a tariff that meets the 
approval of the Shipping Board.” 

Dismissal of the complaint is asked but if the board decides 
that an investigation should be made, hearing at Milwaukee, 
Wis., is requested. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended August 2 
totaled 518,642 cars, according to reports filed by the railroads 
with the car service division of the American Railway Associa. 
tion. This was an increase of 6,211 cars above the previous 
week, but a reduction of 229,958 cars under the same week jn 
1931 and 421,916 cars under the same period two years ago, 

Miscellaneous freight loading for the week totaled 181,807 
cars, a decrease of 91 cars below the preceding week; loading 
of merchandise less than carload lot freight totaled 169,946 
cars, an increase of 2,111 cars above the preceding week; grain 
and grain products loading for the week totaled 38, 144 cars, 
2,742 cars below the preceding week; coal loading totaled 
84,790 cars, an increase of 5,030 cars above the preceding 
week; forest products loading totaled 15,678 cars, an increase 
of 243 cars above the preceding week; ore loading amounted 
to 7,225 cars, a decrease of 826 cars under the week before; 
coke loading amounted to 2,615 cars, a decrease of 193 cars 
below the preceding week; live stock loading amounted to 
18,437 cars, an increase of 2,679 cars above the preceding week. 

Revenue freight loading by districts the week ended August 
esa for the corresponding period of 1931 was reported as 
follows: 





Eastern district: Grain and grain products, 6,174 and 6,744; live 
stock, 2,482 and 3,354; coal, 17,225 and 24,440; coke, 846 and ’992; for- 
est products, 1,327 and 2,385; ore, 1,571 and 2,960; merchandise, L. 
C. L., 44,802 and 58,493; miscellaneous, 41,426 and 65, 175; total, 1932, 
115,853; 1931, 164, 443; 1930, 210,142. 

Allegheny district: Grain and grain products, 2,951 and 3,999, 
live stock, 1,348 and 1,762; coal, 20,780 and 28,869; coke, 836 and 1,896: 
forest products, 717 and 1,650; ore, 722 and 6,967; merchandise, I. 
C. L., 34,534 and 44,398; miscellaneous, 34,200 and 57, 600; total, 1932, 
96, 088; 1931, 147,141; 1930, 189,409. 

Pocahontas ‘district: Grain and grain products, 284 and 361; live 
stock, 306 and 193; coal, 25,421 and 32,913; coke, 103 and 186; forest 
products, 479 and 692; ore, 46 and 492’ merchandise, is, C. . 4,869 
and 6,111; miscellaneous, 4,755 and 6,410; total, 1932, 36,263; 1931, 
47,358; 1930, 54,335. 

Southern district: Grain and grain products, 3,165 and 3,236; live 
stock, 847 and 1,003; coal, 12,519 and 17,190; coke, 177 and 365; for- 
= Tee 4,885 and 8,084; ore, 79 and 523; merchandise, » 2 

28,741 and 34,963; miscellaneous, 24,317 and 37,772; total, 1982, 
v1 730; 1931, 103, 136; 1930, 122,632 

Northwestern district: Grain and grain products, 12,277 and 
10,703; live stock, 4,115 and 6,730; coal, 2,556 and 4,583; coke, 494 and 
725; forest products, 3,130 and 6,081; ore, 3,134 and 21, 976; merchan- 
dise, L. C. 20,738 and 26,550; miscellaneous, 22,191 and 3i, 694; total, 
1932; 66, 635:" i931, 109,042; 1930, 150,666. 

Central’ Western district:’ Grain and grain products, 9,965 and 
15,450; live stock, 7, 462 and 8,718; coal, 4,452 and 6,343; coke, 92 and 
86; forest products, 2,953 and. 5,302; ore, 1,574 and 2,556; merchatri- 
dise, da. ©. Tans 23,517 and 29, 019; miscellaneous, 34,280 and 49,373; 
total, 1932, 84,295; 1931, 116, 847; 1930, 138,279. 

Southwestern district: Grain and grain products, 3,328 and 4,248; 
live stock, 1,877 and 2,432; coal, 1,837 and 3,414; coke, 67 and 108; 
forest products, 2,187 and 3,141; ore, 99 and 250; yy pgreren ay oS. 
L., 12,745 and 14, 476; miscellaneous, 20,638 and 32,564; total, 1932, 
42,778; 1931, 60, 633; 1930, 75,095. 

Total, all roads: Grain and grain products, 38,144 and 44,74]; 
live stoc 18,437 and 24,192; coal, 84,790 and 117, 752; coke, 2,615 
and 4,358; ” forest products, 15, 678 and 27, 235; ore, 7,225 and 35,724; 

merchandise, L. C. L., 169,946 and 214,010; miscellaneous, 181,807 and 
280,588; total, 1932, 518, 642; 1931, 748, 600; 1930, 940,558. 


Loading of revenue freight in 1932 compared with the two 
previous years follows: 


1932 1931 1930 

Four weeks in January.......... 2,269,875 2,873,211 3,470,797 
Four weeks in February......... 4d 45,325 2,834,119 3,506,899 
Four weeks in March ........... 2,280,672 2,936,928 3,515,732 
Five weeks in April............. 2,772,888 3,757,863 4,561,634 
WOUr WOGES fii BEAT. ooosc cecccsiee 2,087,756 2,958,784 3,650,775 
Four weeks in Junec............. 1,966,355 2,991,950 3,718,983 
Hive wooks in dJuly.............. 2,422,134 3,692,362 4,475,391 
Week ended August 6........... 496,033 734,730 904,157 
Week ended August 13.........- 512,431 743,626 922,823 
Week ended August 20.......... 518,642 748,600 940,558 
MONEE i dskwae coweseteutwcceonce 17,572,111 24,272,173 29,567,750 


TEXAS MOTOR LAW 


Contract motor carriers in Texas in Stephenson et al. VS. 
Binford et al., docketed in the Supreme Court of the United 
States, attack the Texas motor vehicle regulation law of 1931. 
The case is on appeal from the federal district court for the 
southern district of Texas which upheld the validity of the 
law subjecting contract carriers to regulation. 
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66 IGHWAY transportation, like all Gaul, is roughly divided 
H into three parts,” averred Perry R. Moore, counsel for 
the Regulated Motor Transportation Association of Minnesota, 
in an address before the last meeting of the Northwest Shippers’ 
Advisory Board. “There is, first, the regulated carrier; second, 
the unregulated carrier and, last, the private vehicle transporting 
goods of the owner.” 
In an effort to 
protect the interests 
of the first group 
from the uncon- 
trolled activities of 
the other two, and 
to brings about equit- 
able conditions in 
the field of highway 
transportation and 
between that form 
of trans portation 
and older forms, the 
Regulated Motor 
Transportation As- 
sociation of Minne- 
sota was organized 
March 4 of this 
year. Its member- 
ship is made up of 
common carrier mo- 
tor transport com- 
panies operating un- 
der certificates  is- 
sued by the Minne- 
sota Railroad and 
Warehouse Commis- 
sion between fixed 
termini and on reg- 
ular schedules. The 
state commission ex- 
ercises supervision 
over rates and service of _highway carriers of that class. 
The general purpose of the organization, as stated by its 
officers, is to protect the interests of its members in such mat- 
ters as legislation, insurance, rates and regulation. Among 
important activities it has taken up is the correlation of tariffs 
and classifications of the members in the interest of creation 
of uniformity of service and elimination of rate discriminations. 
It has further attempted to stimulate sentiment in favor of 
control and supervision of other types of highway carriers and 
is actively engaged in the development of friendly relations with 
shippers and traffic organizations. 

“Developments of the last few years have produced con- 
fusion in transportation thought,’ declared Mr. Moore in his 
address. “The severe business depression, the seriously reduced 
earnings of the rail carriers, improved highways, changed dis- 
tribution methods, small lot buying, motor busses, the Panama 
Canal, motor trucks, the lack of export of our surplus com- 
modities, misleading propaganda, claims of excessive regula- 
tion, pipelines, cries of unequal taxation and unfair competi- 
tion, waterways, rate discriminations, financial mismanagement 
—all have contributed to an unprecedented confusion and un- 
certainty of the public mind in transportation. 


“At present we find a large and varied number of carriers 
using the public’s highways for profit, transporting a tremendous 
volume of goods for hire, under no regulation, without complete 
insurance protection to the traveling and shipping public, with- 
out equipment inspection, without licensed chauffeurs for 
drivers, quoting rates far below the cost of the service, and, 
more often than not, without any financial responsibility. This 
is the carrier whose operations are now tending to destroy the 
regulated highway transportation system which the public has 





Roy E. Steller 





furnished through its laws, and whose operations, we repeat, 
constitute the greatest single factor in rail losses.” 

Roy E. Steller, of the Steller Transportation Company, Min- 
neapolis and Excelsior, Minn., whose portrait appears here, is 
president of the association. Though one of the younger men 
in the field, he was a pioneer of motor freight transportation 
in the state and is a believer in cooperative effort. He is also 
vice president of the Minnesota Truck Owners’ Association, 
with which the association of common carriers is affiliated. The 
other officers are: Vice president, F. P. Raymond, St. Cloud, 
Minn.; treasurer, E. L. Murphy, Jr., St. Paul; secretary, R. J. 
Braun, St. Paul. The board of directors is composed of fourteen 
representatives of other motor transport companies, in addi- 
tion to the officers. Only the larger motor transport companies 
are represented in the association, which maintains headquarters 
in St. Paul. 


RAILS PROTEST SCHOOL CONTRACT 


Sixteen railroad executives filed a formal protest with the 
board of education of St. Louis against the awarding of fuel 
contracts, based on the hauling of coal by trucks from Illinois 
mines. The contract had been awarded on the assumption that 
the board would save $12,485 by truck as compared with rail 
carriage. 

Richard Murphy, president of the board, said the board 
had no alternative, but was obliged to make awards to the 
lowest bidder, no matter how desirous the board might be to 
favor the railroads. 

The railroads asserted that, in 1931, their St. Louis taxes 
approximated $1,000,000, of which more than $360,000 was as- 
signed to the school tax fund. The railroads normally disburse 
in St. Louis $55,000,000 a year to 34,000 employes, most of whom 
are propertyowners and taxpayers. Attention was called also 
to the large amount of money distributed by the railroads in- 
directly for materials, supplies, equipment, wages, and so on. 
The protest further recited: 





We cannot agree it is to the interest of the greatest number of 
taxpayers to give this encouragement to truck lines which pay noth- 
ing for their right-of-way, very little in the way of general talxes 
and whose rates are unregulated in the public interest, when the 
tendency is to deplete the revenues of the railroads now subjected 
to very drastic regulation, and thereby endanger their ability and 
the ability of those dependent on them to continue to pay the taxes 
upon which the very existence of our schools largely depends. 

It is manifest the railroads cannot continue to be the great tax 

gatherers that they are for the support of government if that gov- 
ernment insists on furnishing and patronizing tax free and unregu- 
lated forms of transportation. 
_ _St. Louis is one of the largest railroad centers in the country and 
it is essential to the prosperity of the community that the expendi- 
tures of the lines serving its trade territory be increased rather than 
decreased, so as to return their former employes to work as speedily 
as possible. 


CALIFORNIA ENFORCEMENT MEASURES 


As a result of the recent investigation made by the Cali- 
fornia railroad commission on its own motion into complaints 
with regard to rate cutting and rebates by the public ware- 
houses and unregulated motor freight carriers operating in 
southern California, it was urged on the commission to appoint 
a representative at Los Angeles who would have the oppor- 
tunity of close contact and of a general supervision of the local 
situation. Vincent D. Kennedy has now been appointed as 
examiner in charge of that district with offices at Los Angeles. 
Previous to this appointment, it is said, cease and desist orders 
made little impression on shippers, warehousemen, or truck 
operators. It has become apparent that the commission is in 
earnest in trying to stabilize conditions under its control, and 
this appointment is said to have had a salutary effect on several 
groups, with the result that a number of problems are gradually 
being ironed out, proving helpful to the truck operators and 
warehousemen as well as to the shippers. 

Operators and shippers have been told that, under no Gir- 
cumstances, are they to be allowed to continue disregarding 
orders issued by the commission to the prejudice of concerns 
that charge and pay lawful rates and govern their operations 
according to the rules and regulations of the commission. 

Mr. Kennedy sits with the commission at San Francisco 
each Monday, returning to Los Angeles on the Tuesday morn- 
ing of each week. 
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The commission has issued a cease and desist order against 
H. P. Mathews and Elare Morris, after hearings at Los Angeles 
and San Francisco on the complaint of the Railway Express 
Agency, Inc., against the Consolidated Package Service, H. P. 
Mathews, 20th Century Delivery Service, Inc., Lightening Par- 
cel Delivery Service, James P. Corbett, and five “John Does,” 
doing business with or under the name of Consolidated Package 
Service. The commission’s decision says, in part: 


An order of this commission finding an operation to be unlawful 
and directing that it be discontinued is in its effect not unlike an 
injunction issued by a court. A violation of such order constitutes 
a contempt of the commission. The California constitution and the 
public utilities act vest the commission with power and authority 
to punish for contempt in the same manner and to the same extent 
as courts of record. In the event a party is adjudged guilty of con- 
tempt, a fine may be imposed in the amount of $500 or he may be 
imprisoned for five days, or both. 

It should also be noted that under section 8 of the auto truck act 
(statutes 1917, chapter 213),.a person who violates an order of the 
commission is guilty of a misdemeanor and is punishable by a fine not 
exceeding $1,000 or by both such fine and imprisonment. Likewise 
a shipper or other person who aids or abets in the violation of an 
order of the commission is guilty of a misdemeanor and is punish- 
able in the same manner. 

The secretary of the commission will be directed to mail certified 
copies of this opinion and order to shippers who appear as witnesses 
in the course of the proceeding and to other shippers who are known 
to be using the service and facilities of defendants, upon the said 
opinion and order becoming final. 


According to the evidence placed before the California 
State Railroad Commission, it was established that the public 
warehouses in the Los Angeles metropolitan district were op- 
erating at a loss and had not been charging the rates published 
in their tariffs and filed with the commission. The warehouses 
claimed that this rate cutting was due to the storers who in- 
sisted on rate competition. 

The commission in its decision has made it plain to both 
warehousemen and storers that the tariff rates must be ob- 
served in the future. Warehousemen will not be allowed to 
give rebates and the tariff charge must be collected on such 
items as drayage, telephone service, office space, clerical work, 
and other facilities which call for a specific charge in the tariff. 

The commission further ordered the warehousemen to col- 
lect all such undercharges from their customers for the last 
two years and to report the details of these collections before 
December 1, 1932. 


TRUCK BODIES ON TRAINS 


In I. and S. No. 3797, the Commission has suspended from 
September 1 until April 1 schedules in St. Louis Southwestern’s 
I. C. C. No. 4684 proposing to establish rates on vehicle con- 
tainers loaded or empty, such as motor trucks, trailers, truck 
or trailer bodies, between St. Louis, Mo., and points in Arkansas 
and Louisiana on the St. Louis Southwestern. 

The schedules were protested by the Missouri Pacific, Chi- 
cago, Rock Island & Pacific, Kansas City Southern, Missouri- 
Kansas-Texas, and Missouri-Kansas-Texas of Texas, the St. 
Louis-San Francisco, the Memphis Freight Bureau and the Hous- 
ton Chamber of Commerce. 


In justification of the schedules the St. Louis Southwestern 
advised the Commission that the purpose of the tariff was to 
attract to its rails traffic now moving by public highways from 
St. Louis and East St. Louis to the destinations indicated and 
in the reverse direction. 

“The service to be performed by the respondent is line haul 
service and does not include terminal service at either origin 
or destination,” said the St. Louis Southwestern. “This serv- 
ice corresponds to the truck haul over the highways, excluding 
the terminal service at origin and destination. 

“The traffic would be handled by the trucks in terminal 
service at point of origin, the truck, trailer or truck body would 
be loaded on the cars of carrier by shipper, handled in freight 
service to point of destination, where the vehicle would be 
removed from the freight car by consignee and terminal service 
performed by the truck. The handling is equivalent to handling 
of carload shipments, the loading being performed by shipper 
and unloading by consignee. Loss and damage due to improper 
packing, and pilferage, etc., is practically eliminated by the 
provisions of the new tariff. Very little expense will be en- 
courtered in equipping the present flat cars for the new service. 
A return movement is assured because of necessity of returning 
the vehicle. 


“The traffic which would be attracted would be new and 
added traffic and would result in a net gain. It would in all 
cases consist of tonnage now being handled by trucks between 
terminals over the highways. 

“The sole purpose and effect of the tariff is to regain traffic 
now meving via highway. 
apparent as to require no explanation. 


The necessity for the effort is so 
The reductions being 
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made in the rates on specific commodity movements it is ex. 
pected will attract some traffic to the rails but there are other 
conditions which make highway transportation attractive to 
shippers. They are superior service as to time, free pick-up 
and delivery regardless of distance and weight of load, less 
restrictive packing requirements and lower minimum weights, 
Even with equal rates the rail carriers could not expect to 
secure traffic against trucks with either of the other condj. 
tions confronting them.” 

The St. Louis Southwestern said this was an experimental 
effort and that its application would be limited to one year, 

The rates proposed were based on a mileage scale, using 
short highway mileage, ranging from $37.50 to $90 a vehicle 
for from 250 to 600 miles. It was stated that the average rate 
under the tariff would be 15.75 cents a vehicle mile. 

Protestants alleged that the rates proposed were unduly 
and unreasonably low; that they jeopardized the southwestern 
rate structure, including carload rates; that they would create 
preference and prejudice and that they would stimulate truck 
competition. The St. Louis Southwestern denied that these 
results would accrue if the proposal became effective. 


‘ TEXAS MOTOR TRUCK LAW 


Suit has been filed in the federal district court at Galveston 
by the Galveston Truck Line Company for an injunction to 
restrain Governor Ross S. Sterling, Attorney General James YV. 
Allred, members of the Texas Railroad Commission, and other 
officials of the state and county from enforcing the provisions 
of the motor truck law which governs the operations of such 
vehicles on the highways. The provision of the law attacked 
in the suit is that which prohibits the use of the highways by 
any contract or common carrier truck until a permit is issued by 
the railroad commission. This provision is alleged to be invalid, 
according to the petition. The company asserted that it has 
complied with all the valid police regulations of the state, that 
its trucks have been stopped and delayed on the highways by 
threats of prosecution by various highway officers, and that the 
section of the law, against which an injunction is sought, is 
unconstitutional under the commerce clause and under the four- 
teenth amendment to the constitution of the United States. 


MOTOR TRUCKS AT NIGHT 


The announced plan of the Texas Railroad Commission to 
issue and enforce an order against the operation of motor 
trucks at night in the east Texas field, cannot be carried into 
effect, according to Assistant Attorney General Fred Upchurch, 
who has held that such action would be illegal. It was pointed 
out by Upchurch that the commission had no authority to pre 
scribe the hours of the day or night that motor trucks may or 
may not be operated. The proposed order was intended to 
put a stop to the alleged illicit transportation of crude oil from 
the field. 


SIXTH SECTION ACTIVITY 


The Commission, by division 2, has denied the sixth sec- 
tion application filed by F. L. Speiden, agent, for continuing 
authority to establish reduced rates to meet motor truck com- 
petition. (See Traffic World, July 30, p. 218; August 6, p. 260; 
and August 13, p..293.) 

The original application (No. 6010) and amended applica- 
tion (No. 6034) and amendment 1 thereto, made by Mr. Speiden, 
and concurred in by F. W. Gomph, Frank Van Ummersen, H. G. 
Toll, B. T. Jones, J. E. Johanson, and E. B. Boyd, agents, re- 
quested, on behalf of railroads, continuing authority to publish 
and file with the Commission tariffs and supplements thereto, 
effective on one day’s notice, establishing reduced rates to meet 
motor truck competition. ; 

The denial order of the Commission said the application 
was denied because “no such showing of special or unusual 
conditions being made as would warrant the Commission in 
granting the exemption desired.” 


GRADE CROSSING ACCIDENTS 


Reports for the first five months in 1932, compared with the 
same period last year, received by the safety section of the 
American Railway Association show reductions, not only in the 
number of accidents at railroad crossings, but also in the num- 
ber of casualties resulting therefrom. 

~ Accidents at highway grade crossings totaled 1,496 for the 
first five months’ period, a reduction of 343 compared with the 
same period in 1931. Fatalities resulting from such accidents 
totaled 635 in the first five months of 1932, a reduction of 193 
compared with the same period in 1931, while persons injured 80 
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This truck makes money! 
That makes it a good truck / 


VANITY CAS E—a color scheme—90 miles an hour— 
automatic shock absorbers or any one of a hundred 
other features may be the determining factor in the pur- 
chase of a motor car. 

But 


There is just one measure for a truck ... its ability to make 
money for its purchaser. 


Experienced truck buyers—men who know truck con- 
struction look past the price tag for values. Studebaker’s 
position in registrations is proof of its increasing popularity 
—and all because these powerful trucks deliver their ton- 
nage at the lowest net cost per mile. 


Studebaker trucks 
—DESIGNED by the best truck engineering brains in 
the industry 
—BUILT to 80-year-old Studebaker standards of quality 
—and PRICED to meet 1932 pocketbooks 


make more money for those who operate them. 








Here are the 


3 BEST BUYS 


in Truckdom 







1% TON CHASSIS 


*670 to *745 


The most powerful truck 
ever sold at such low prices. 












a 2 TON CHASSIS 
—- $895 te *945 
~  Outselling all other 2 ton 
trucks but one. 














3 TON CHASSIS 


£1350 to 41425 


' The lowest priced 3 tonner. 






Prices f. o. b. factory 
Bumper and spare tire extra 






Studebakers are profit-makers 


7 
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far in 1932 totaled 1,674, a reduction of 426 compared with the 
year before. 

For the month of May alone, there were 218 accidents at 
railroad-highway grade crossings, a reduction of 141 under May, 
1931, while 126 fatalities were reported as caused by those acci- 
dents, a decrease of 57 compared with the number for May, 1931. 
Persons injured in railroad highway grade crossing accidents 
in May, 1932, total 239, compared with 409 in the same month 
the preceding year. 


STORE-DOOR DELIVERY SUIT 


The federal court of the eastern district of Pennsylvania 
has denied a temporary stay in No. 7233, New York Dock Rail- 
way et al. vs. Pennsylvania Railroad Co., the store-door delivery 
suit. (See Traffic World, August 27, p. 390.) 


MOTOR TRUCK REGULATION 


Editor The Traffic World: 

Have been very much interested in various articles written 
by you and in your publications in regard to motor transpor- 
tation which appears at this time to hold the spotlight on 
account of the large inroads being made by this method of 
transportation, more noticeably, perhaps, on account of the 
scarcity of tonnage generally. Your editorial in the last issue 
was particularly interesting in that it shows that you fully 
appreciate the gravity of the situation as it exists today with 
negligible regulation and continuous loss in rail line revenue. 

Manufacturers, jobbers, and even merchants, are suffering 
losses on account of the instability of market conditions brought 
about by change in transportation conditions whereby limited 
truck service may be used discriminatorily and, undoubtedly, 
this situation is responsible, in part, for the lowering of com- 
modity prices as sources of supply are constantly changing as 
to many commodities and selling prices are dependent on fluctu- 
ating motor-truck rates from various sources that are being 
constantly developed. 

Probably less than five per cent of the trucks operating as 
common carriers have certificates. 

Personally, I think the issuance of certificates by state com- 
missions is not constitutional unless on a franchise basis with 
adequate return to the’ taxpayers for the use of the thorough- 
fare so dedicated to private usage by any one person or cor- 
poration. 

There is considerable talk of truck regulation, but I have 
not yet been able to determine how it is intended that this can 
be accomplished even when the powers that be are willing. 
The state commissions have not been able to cope. with the 
situation. Perhaps the only honest and efficient method to 
enforce regulation would be to revert to the old “toll gate” 
method; in other words, establish on each arterial highway 
between all principal points a 24-hour toll inspection service 
and, where state laws limit the truck load, as should be done, 
establish scales at these points so that weights can be obtained. 
With this service established most any regulation could be 
accomplished and, if desired, a reasonable toll charge collected 
for highway use in freight transportation. 

Seattle, Washington, Aug. 27, 1932. 


TARIFF DISTRIBUTION 


Editor The Traffic World: 

In an endeavor to reduce our tariff file recently, we found 
about twenty tariffs that were no longer required, some of 
which had been sent to us without solicitation. A form letter 
was made up stating that the following tariffs were no longer 
required and requesting that our name be dropped from the 
mailing list for those issues. In the interest of economy we 
promised to return the tariffs if so desired and the large issues 
would be returned express collect. 

Fourteen of these letters were mailed out to publishing 
agents and individual carriers. 

Two carriers sent us new copies of the tariffs referred to. 

Two replies stated the supplies of the issues referred to 
were exhausted. 

One reply stated our name was on their mailing list already 
for the tariffs referred to. 

One carrier did not acknowledge the letter but has since 
sent a reissue of one of the tariffs referred to. 

One carrier expressed disapproval of our statement that 
where the tariffs were large we would return them express 
collect. 

Seven letters received no reply whatsoever. 

This is not offered as a criticism of the carriers or publish- 
ing agents, as we appreciate that their forces have been reduced 
so much that little attention can be given to details. 


W. J. Bohon. 
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It does occur to us, however, that substantial savings might 
be effected in tariff distribution by designating each local agen 
on the various lines to receive any superfluous tariffs that ar 
found. He could see that they are forwarded to the origina) 
source of supply. Then all that would have to be done woul 
be to ask the cancellation of the name on the mailing list anq 
turn the issues over to the local agent. 

We are confident that the carriers would find that the trap. 
fic men generally would be glad to cooperate in such a program, 

Kewanee Boiler Corporation, 
H. E. Younggren, Traffic Manager, 
Kewanee, IIl., Sept. 1, 1932. 


IMPROVEMENT OF HIGHWAYS 


“Protests have come to my attention regarding the use by 
road contractors of cement and other material manufactured jy 
other countries on roads supported by federal funds,” said See. 
retary of Agriculture Hyde. ‘Road construction is under the 
jurisdiction of the states and territories. The federal goverp. 
ment lacks authority to point out that the intent of Congress 
in passing emergency appropriations for the construction of 
public roads was to afford employment. That intent was not 
limited to those engaged directly in road building, but included 
as well those who would be engaged in the production of ma. 
terial. In my opinion, there is a strong, moral implication, 
arising from the emergency character of such appropriations, 
that preference in the materials used should be given to mate. 
rials produced in this country.” 


GROWTH OF POSTAL SERVICE 


In directing attention to the fact that September 26 will 
mark the one hundred and forty-third anniversary of the date 
on which the postal service began to function under the Con- 
stitution of the United States and that therefore that day has 
been selected for the laying of the cornerstone of the new Post 
Office Department building in Washington, the department has 
made public statistics showing the growth of the service. Presi- 
dent Hoover will lay the stone and deliver the principal address, 

The department said that while September 22, 1789, was 
the date under which temporary provision was made for the 
postal establishment, it was four days before the system was 
put into effect. President Washington appointed Samuel Osgood, 
of Massachusetts, as the first Postmaster General. 

“Congress appropriated $10,300,000 for the new Post Office 
Department building,” says the department. “It is expected, 
however, that when completed, the total cost will be somewhat 
below this figure. Work on the foundation has been completed 
and the contractor is preparing to erect the superstructure. 

“According to the most reliable estimates at this time, the 
new building will be completed and ready for occupancy some 
time in the spring of 1934. There will be space in the building 
to accommodate approximately 3,000 officials and employes. 

“The present Postoffice Department building, located at 
Eleventh Street and Pennsylvania Avenue, was occupied in 1899. 
At that time the postal receipts for the fiscal year ended June 
30, 1899, amounted to but $95,021,384. For the fiscal year ended 
June 30, 1931, the total receipts were $656,463,383. These figures 
show an average yearly increase of approximately 18% per cent, 
or an increase over the 32-year period of 591 per cent. 

“The issue of ordinary postage stamps in 1899 amounted to 
$3,692,775,815. By 1931 the number had increased to 15,733,372, 
997. During this period the number of stamped envelopes and 
wrappers increased from 628,456,000 to 2,847,439,346, and postal 
cards from 573,643,150 to 1,531,245,650. The number of domestic 
money orders issued for the fiscal year 1931 was 189,873,641, 
having a value of $1,559,549,224. 

“Subsequent to the occupancy of the present Postoffice De 
partment building many activities have been added to the serv- 
ice. In 1911 the postal savings system was established. On June 
30, 1931, this service had $347,417,870 to the credit of 770,859 
depositors. On December 31, 1931, the amount had increased 
to $595,663,821 and the depositors numbered 1,176,903. The 
parcel post system, inaugurated in 1913, has grown to huge 
proportions. ‘ 

“On May 15, 1918, the air mail service was inaugurated. At 
the present time mail planes fly approximately 90,000 miles 4 
day. Air mail routes dot the continental United States and er 
tend into Cuba, Canada, Puerto Rico, the Virgin Islands, Mexico, 
Central and South America.” 


The abstracts of tariff filings, rejections, suspet- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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WORTHY OF 
KNIGHTHOOD 


N many countries of the Old World, un- 

usual ability or conspicuous service was 
once rewarded with knighthood. The cere- 
mony was an impressive one. Before a 
gathering of the nobility the reigning 
sovereign tapped the candidate on the 
shoulder with a sword and said: “Rise, Sir 
Knight”. Invariably one so honored was 
worthy of his knighthood. 

Here in America a few months ago the 
merchandise freight service of the Norfolk 
and Western Railway was knighted ‘Pre- 
cision Transportation” by a distinguished 


group of railway officials, industrialists, 
manufacturers and technicians. The rail- 
way's merchandise freight service, even as 
the knights of the Old World, was knighted 
because of exceptional ability and conspic- 
uous service — because of the “precise”, 
“accurate”, “definite”, “distinct” manner in 
which it moves merchandise freight between 
the Virginia seacoast and the Midwest. The 
Norfolk and Western too proves worthy of 
its knighthood — not now and then, but 
thousands of times every month. 


Any Norfolk and Western representative will be glad to give you the specific 
reasons why his railway’s merchandise freight service has been so honored. 














NORFOLK AND WESTERN RAILWAY 


PRECISION TRANSPORTATION 


ROANOKE 


VIRGINIA 
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Travel and Transport Building 





LANS are in the making for the dedication of the Travel 

and Transport building, Century of Progress (Chicago 
World’s Fair) September 21. The exercises will be held in the 
famous dome of the building at 4:30 in the afternoon. There 
will be a dedicatory address by an outstanding railroad execu- 
tive, appropriate music, and remarks by Century of Progress offi- 
cials. The dedication will be under the auspices of the Traffic 
Club of Chicago, with the Junior Traffic Club of Chicago and the 
Women’s Traffic Club of Chicago cooperating. Traffic clubs in 
nearby cities will be asked to send representatives. The presi- 
dent of the Traffic Club of Chicago will preside. Floyd L. Bate- 
man, chairman of the club’s centennial committee and officially 
connected with the Century of Progress, is in immediate charge 
of the arrangements. 

After the exercises in the dome, the plan is to serve a 
buffet supper, at which there will be music. After the supper 
guests may entertain themselves as they see fit by viewing the 
attractions now in place. The supper is invitational but the 
afternoon exercises will be open to the public. 

The Travel and Transport Building—‘‘wonder structure” of 
the Century of Progress Exposition—has attracted much atten- 
tion throughout the engineering world for its unique “sky-hung” 
dome and its 1,000-foot long and windowless hall. 

Thousands of tourists from every state in the union have 
already visited the exposition grounds to view it. Its dome is 
separate from the hall itself and represents the first important 
adaptation to architecture of the principle of the suspension 
bridge. Steel cables, fastened to twelve steel towers arranged 
in a circle, hold the ceiling of the dome in place, the other end 
of the cables being anchored in place by huge slabs of concrete, 
each as big as a house. 

With changes in temperature, wind velocity, rain and snow 
load, the cables contract and expand, raising and lowering the 
roof so that its circumference varies as much as six feet. 

This unique type of construction has made it possible to 
enclose the largest unobstructed area ever placed under roof. 
The height of the dome is 125 feet and its width between 


Travel and Transport Building, Century of Progress. 
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towers is 200 feet. It would be possible to place the dome gf 
either St. Peter’s at Rome or the Capitol at Washington pe 
neath this constantly moving ceiling and have room to spare. 


Next year the first successful steam engine, Stephenson's 
Rocket, will be exhibited beneath the dome, a loan exhibit fron 
the British Museum. 


Within the Travel and Transport Building and its vicinity. 
the story of the evolution of travel and transportation fron 
the days of the Indian travois and log dugout will be shown, 
Thirty-two of the most important railroads, groups of railroads, 
and transportation companies have already contracted for space. 
Nearby will stand the special exhibit buildings erected by Gep. 
eral Motors Corporation, Chrysler Sales Corporation, and Fire. 
stone Tire and Rubber Company. 


The main building, which adjoins the dome, is 1,000 feet 
long by 145 feet wide and two stories high. There is not a 
single window. The illumination effects for exhibits will be 
supplied artificially, thus giving absolute control at all times 
over the volume, direction, and intensity of light. Dramatic 
illumination effects will make the building a spectacular attrac. 
tion at night. 


Seventeen railroads of the United States with thousands 
of miles of tracks serving the country east, west, north, and 
south have signed contracts for extensive exhibit space in the 
building and are developing the plans for their exhibits. These 
include: Baltimore and Ohio; Chesapeake and Ohio and allied 
lines comprising Pere Marquette, New York, Chicago & St. 
Louis and Erie Railway; Chicago, Burlington & Quincy and 
allied lines including Northern Pacific, Great Northern, ‘Colorado 
& Southern, Fort Worth & Denver City, and Spokane, Portland 
& Seattle Railway; Chicago and Northwestern; Chicago, Mil 
waukee, St. Paul & Pacific; Chicago, Rock Island & Pacific; 
Illinois Central; New York Central and Pennsylvania Railroad. 


Among companies allied to the railroad industry already 
among the exhibitors are: The Pullman Company; Railway 
Express Agency, Inc.; General American Tank Car Company; 
Ahlberg Bearing Company; American Steel Foundries; Union 
Switch and Signal Company; Timken Roller Bearing Company; 
and the Westinghouse Air Brake Company. 

The Standard Oil Company of Indiana has contracted for 
exhibit space in the building, as have the Grey Line Sight: 
Seeing Company and J. E. Bernard & Company, Inc. 

In the field of automotive transportation, leading manufac. 








At the left is the dome in which the dedicatory exercises will be held. 
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| Offices are maintained in all large 

traffic centers from which detailed 


information may be obtained 


without unnecessary delay. 
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turers have contracted for exhibit space. Among them are: 
Cord Corporation with all its subsidiaries; Truck and Tractor 
Division of the International Harvester Company; Clark Truc- 
tractor Company; Packard Motor Car Company; Studebaker 
Corporation; Walker Vehicle Company. 

In addition, producers of automotive equipment and acces- 
sories among the exhibitors include: Ahlberg Bearing Company; 
Alemite Corporation; Borg-Warner Corporation; Timken-Detroit 
Axle Company and Waukesha Motor Company. 


AIR ACCIDENTS 


American-operated air transport services flew 24,668,414 
miles in the first six months of 1932 with 67 accidents, or 368,185 
miles an accident, according to Clarence M. Young, Assistant 
Secretary of Commerce for Aeronautics. Only six of these acci- 
dents involved passenger fatalities while a total of eleven acci- 
dents resulted in pilot or passenger fatalities. 

The semi-annual report on civil aircraft accidents in sched- 
uled air transport services for the period January to June, 1932, 
showed that the causes of the 67 accidents were divided as fol- 
lows: Personnel errors, 10.96 per cent; power plant failures, 
22.39 per cent; airplane failures, 19.26 per cent; miscellaneous 
(this classification including weather, darkness, and airport and 
terrain), 47.39 per cent. There were no aircraft accidents con- 
cerning which the cause was undetermined or doubtful. 

In a study of the injuries and fatalities occurring in sched- 
uled air line accidents the first half of 1932, it was found that 
10 persons suffered minor injuries and 27, including 16 passen- 
gers, 10 pilots and 1 co-pilot, lost their lives. In all, there were 
199 persons involved in scheduled air transport accidents, of 
whom 162 received no injuries whatever. A total of 248,954 
passengers were carried in the period. 


AVIATION PROGRESS 


Progress made in aviation in the last six years was re- 
viewed by Clarence M. Young, Assistant Secretary of Com- 
merce for Aeronautics, in an address at Cleveland, O., August 
26, on the eve of the opening of the national air races. 

“In that period of time,” said he, “we have moved up from 
behind and assumed world leadership in civil and commercial 
aviation. 

“Also, in the last six-year period, or during the existence 
of the aeronautic branch of the Department of Commerce, an 
airway system has been constructed in the United States, the 
like of which exists in no other country or group of countries 
in the world. It is made up of all known aids to air navigation, 
such as beacon lights, intermediate landing fields, radio range 
beacons, radio communication stations, teletypewriter circuits, 
weather reporting service, etc., together with trained personnel 
to operate and maintain the equipment, and constitutes at the 
present time a 19,500-mile highway system of the air. 

“A nation-wide system of scheduled air lines has been built 
up, offering speedy and direct air mail, passenger and express 
service to all sections of the nation. In each successive year 
air transport has broadened the scope of its activities, as may 
be seen from the following: 


Estimate 

1929 1930 1931 for 1932 

Passengers carried ......... 173,405 417,505 522,345 700,000 
Mail oO errr 7,772,014 8,513,675 9,643,211 10,000,000 
Express (pounds) .......... 257,443 468,571 1,151,348 2,000,000 
ee reer 25,141,499 36,945,203 47,385,987 60,000,000 


“In view of these several accomplishments in the various 
phases of the industry, it cannot be said that civil aviation in 
the United States has not made substantial progress in the com- 
paratively short period of its existence. No other transport 
system in existence today can cite a similar initial achievement. 

“Research work is constantly under way under the auspices 
of the aeronautics branch. Among the many projects included 
in this program is the development of radio equipment to -be 
used for fog landings when fog or haze obscures the surface of 
an airport. A radio transmitting device gives the pilot direc- 
tions for bringing his plane down onto the landing area. It 
directs him to the runway and keeps him on this course, it 
leads him downward in the long glide that is proper for descent 
to the ground, and it tells him when he has passed over the 
edge of the field and should level off for his landing. any tests 
of the equipment and technique have been made, and plans now 
are being formulated for an installation at! an airport where the 
radio system for fog landing can be tried out under practical 
operating conditions. 

“Another project is the radio transmitter for simultaneous 
transmission of visual radio range signals and radio telephone 
broadcasts. The principle involved is that of modulated fre- 
quencies. The broadcasting station would transmit both sets of 
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signals on one given frequency but the range signals and radio 
telephone signals would involve different modulations. The 
receiving set on the aircraft would select the modulations, 
directing the range signals into the visual beacon indicating 
apparatus and the modulations carrying voice broadcasts into 
the pilot’s headphones. Experimental work on this equipment 
is still in progress. It will prove to be a most valuable aid to 
air navigation. 

“A method of transmitting weather maps over the tele 
typewriter circuits has been worked out, and if it can be put 
into service, will make available to airmen maps representing 
data less than an hour old. 

“An experimental circuit for map transmission was main. 
tained for several weeks with excellent results. Master maps 
were prepared at Cleveland for the eastern part of the country 
and at Kansas City for the central part. These maps were put 
onto the circuits at the two points mentioned and at receiving 
stations the information was automatically typed onto blank 
maps. In actual service there would be a third map for the 
western part of the United States, and all would be transmitted 
every three hours. 

“Future operations of airplanes will no doubt depend less 
and less upon the human element. Developments such as those 
to which reference has just been made, and the use of auto. 
matic pilots and improved flight instruments will play an import. 
ant part in further promoting safety and reliability. 

“Regulatory work of the aeronautics branch includes super. 
vision, from a safety point of view, of scheduled air transport 
lines carrying passengers interstate. The regulations in this 
regard require that aircraft shall be properly adaptable to the 
nature of the service involved; that airmen shall be fully com. 
petent, that airways and air navigation facilities on routes 
operated shall be approved by the Department; that there be a 
satisfactory, adequate and properly qualified ground organiza. 
tion and that maintenance of equipment be conducted in accori- 
ance with accepted standards and practices. 

“Under the provisions of a recent amendment to the regula- 
tions, pilots flying in operations of this kind will be required 
to hold scheduled air transport ratings. To qualify for the 
rating a pilot shall have had at least 1,200 hours of certified 
solo flying time, including 500 hours of cross-country flying, 
and shall have had 75 or more hours of night flying. He is 
required to pass a written examination on the use of radio and 
other aids to air navigation, including tests in meteorology with 
respect to weather analysis and forecasting. Also, his ability 
to fly by instrument is tested in a flight during which he operates 
the craft while seated under a hooded cockpit with a Department 
of Commerce inspector in the craft as check pilot. 

“Anyone using the air lines can take it for granted that the 
man at the controls is not a fair weather pilot—that he is 
familiar with the course and has the necessary knowledge of 
radio, flight instruments and use of aids to air navigation. 

“If it is possible to avoid restrictive legislation of an unwise 
kind, both state and federal, and if some permanency in the 
arrangement for air mail service can be effected, in order that 
transport companies may continue to make substantial invest- 
ments and take such other steps as are necessary to their 
orderly growth, there can be no doubt as to the indispensable 
part air transport will have in the general transportation scheme 
of the nation.” 


CANDIDATES AND TRANSPORT 


Hope that the Republican and Democratic candidates for 
president of the United States will give their views on national 
policies on transportation is expressed in two letters, practically 
identical in text, sent to President Hoover and Governor Roose- 
velt by Robert F. Blair, of Cleveland, O., president of the Na 
tional League of Commission Merchants. Views of the candi- 
dates on the agricultural problem also are sought. 

In that part of his letter to President Hoover relating to 
transportation, Mr. Blair said: 


The transportation situation in the United States is precarious. 
While the railroads have been hard hit by the depression, they are ne 
worse off than industry generally. Public necessity, however, dictates 
the prudence of special consideration for the railroads as their collapse 
would bring a national calamity of unprecedented severity. 

The railroads have maintained wartime freight rates throughout 
the depression, while prices on the commodities moving as traffic have 
fallen to very low levels. In the perishable products industry, these 
war-time transportation charges have had three very detrimen 
effects. They have tended to absorb the full market value of prod- 
ucts, thereby leaving no margin of compensation to either the grower 
or the distributor; they have tended to reduce the tonnage shippe 
and, therefore, the revenue available to the carriers; and they havé 
forced growers, shippers and distributors to turn to other trans- 
portation facilities, such as the automobile truck, thereby depriving 
the rail carriers of a vast volume of traffic and developing a com- 
petitive facility that has, in a few years, grown to astonishing pro- 
portions, even though unorganized. f 

No rational person will deny the necessity for an efficient rail- 
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way system in the United States. For efficiency, intelligent manage- 
ment and adequate revenues are requisite. The public, in_fairness, 
can not be required to provide revenues only to have them dissipated 
by moribund management. Too, railroad management, in fairness, 
can not be harassed by antiquated federal laws and regulation and 
be expected to keep the railroad system in adjustment with the 
rapidly changing needs of the country. A revision and moderniza- 
tion of the national transportation policy is imperative. 

Railroad management, security holders, shippers, and the public 
generally, have a right to full information as to the views of presi- 
dential candidates on this question. 

The declaration on transportation in the Republican platform 
is sound. “Coordination of transportation by rail, highway, air and 
water’ and by pipe lines as well is essential. ‘‘All should be sub- 
jected to appropriate and constructive regulation.”’ 

We submit the time has come when the proper coordination of 
transportation facilities in the United States best would be served 
by the establishment of a cabinet officer to handle transportation 
matters. This secretary of transport should be authorized and in- 
structed to harmonize national policies as related to rail, water, 
motor, air and pipe line transportation, giving to each the super- 
vision and direction of development that will encourage a unified 
transportation system for the country built on the primary con- 
sideration of public interest. Communication facilities might very 
well be included in this department. 

Sympathetic interest on.the part of the President, as shown 
during the last three years, in further consolidation of railroads 
into stronger systems, has been reassuring. Every reasonable en- 
couragement of the consolidation movement, we believe, meets gen- 
eral approval. Even those who believe government ownership ulti- 
mately will be forced on the country, realize that further consolida- 
tion of rail facilities would not complicate in any way the transi- 
tion from private to government control, should conditions appear 
to make the latter desirable. 

It is suggested in the general revision of laws and policies 
affecting the railroads that repeal of section 15-A of the transporta- 
tion act would be desirable. Many circumstances suggest the wisdom 
of permitting railroads, under proper safeguards, to engage in forms 
of transportation other than by rail where public necessity and 
convenience would be served. 

That the rail carriers should be permitted more discretion in 
abandoning unprofitable lines and facilities, also appears justified 
by the experiences of recent years in which the motor truck has 
become a recognized transportation factor. 

Any revision of laws and policies, to be helpful and effective, 
must deal with the abuses incident to the holding company and the 
systematic diversion of revenues from the main channel upon which 
railway operation depends. 

Emancipation of the railroads from banker control and dom- 
ination also is needed. 

Sweeping reforms in the composition of the financial structures 
of many rail systems has been too long delayed. Dead and aban- 
doned property ought not to be carried in the investment account on 
which the public is required, through current transportation charges, 
to pay returns. 

As long as speculative bankers and exploiting holding companies 
are able to dominate the management of railroad properties, con- 
sideration of the public necessity for maximum service at minimum 
rates will continue secondary to consideration of interest, dividends, 
and security values. 


The letter to Governor Roosevelt, with respect to transpor- 
tation, is identical with that sent to President Hoover, except 
that references to the Republican platform and the attitude of 
the President toward consolidation of railroads are omitted. 


CENTRAL WESTERN BOARD 


The twenty-sixth regular meeting of the Central Western 
Shippers’ Advisory Board will be held at Scottsbluff, Neb., in 
the Lincoln Hotel, September 20, convening at 9:30 a.m, The 
railroad contact committee and the executive committee will 
hold meetings in the afternoon and evening of the preceding 
day at the same place. 

The board meeting, says the announcement, is in the nature 
of an economic conference for the purpose of forecasting the 
volume of freight to be moved and to consider mutual shipper- 
railroad problems of a service nature. The regular order of 
business includes reports, reflecting the trend of business, from 
more than sixty commodity committees representing all the 
major agricultural and manufactured products produced in the 
states of Colorado, Idaho, Nebraska, Utah and Wyoming, for 
the last quarter of this year. 

Further consideration will be given the subject of “Co-ordi- 
nation of Railroad and Truck Service,” started at the last regu- 
lar meeting. Prominent speakers intimately connected with 
various phases of shipping problems will take part in the discus- 
sion, it is stated. 

Special invitations are being extended to all the chambers 
of commerce and civic clubs in the area by the Scottsbluff Cham- 
ber of Commerce, and the shipping public is urged to attend. 

One of the high lights of the conference will be an informal 
dinner the evening of September 20, to which the public is 
invited. Plans are being made to entertain over two hundred 
and fifty people. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber te 
THE DAILY TRAFFIC WORLD. 


The Traffic World 


Vol. L, No. 19 








Questions and Answers 


[I* this column will be answered questions of both legal and practica 
nature that confront persons dealing with traffic. A specialist on inter. 
state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide knowl. 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the tra man but to help him in his work, 
The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves 4 
situation too complex for the kind of investigation herein contemplated. If , 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge, 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 
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Rate Is Effect Date Shipment Reeeived for Transportation 
Controls Shipment to Final Destination 


New York.—Question: A carload shipment was received at 
point “A,” and transported by boat to point ‘B” and delivered 
to railroad at point “B,” on expense bill from steamer line. The 
consignor at point “A” requested that the steamship line hold 
the shipment on their dock until after the date a new rate and 
minimum went into effect, but through an error on the part 
of the dock company the shipment was tendered the railroad 
company, bill being furnished on their expense bill, and the 
old rate was applied on the shipment. 

The bill of lading on this shipment was executed on the 
date the new rate became effective. 

Through no fault of the railroad company this shipment was 
billed. However, the railroad signed the bill of lading and 
dated it the effective date of the new rate. 

Will you please advise the railroad company’s responsi- 
bility in this matter and if they are liable for reparation? 

Answer: With respect to the question as to when goods are 
delivered to a carrier and when the liability as a carrier begins, 
the rule is that in order that the carrier may be charged with 
reference to the custody, care and transportation of goods, it 
is essential that, as bailee, it shall have come into possession 
of the goods, which, of course, involves a delivery by the ship- 
per and an acceptance by the carrier, and until there has been 
such a delivery and acceptance, by which the possession of the 
goods had been transferred from the shipper to the carrier, no 
liability of the carrier with reference to such goods arises. 

If something required by law or contract remains to be 
done by the shipper after the goods are put into the hands of 
the carrier before they are to be transported, the carrier does 
not become liable as carrier until the goods are ready for 
shipment. As otherwise expressed, the party bringing the 
goods must first do whatever is essential to enable the carrier 
to commence, or make the needful preparation for the service 
required from it, before it can be made liable or subject to 
responsibility in that capacity. Delivery cannot be complete if 
anything remains to be done by the shipper before the goods 
can be sent on their way. But if the thing to be done is some- 
thing which it is the duty of the carrier to do without further 
act on the part of the shipper, then the liability of the carrier 
attaches at once. However, notwithstanding the goods are in 
the actual custody of the carrier, its liability as such does not 
attach before shipping directions have been given and until 
such time its liability is that of a warehouseman only. Never- 
theless, the liability of a carrier as a common carrier begins 
with the actual delivery of the goods for transportation and not 
merely with the formal execution of a receipt or bill of lading, 
the issuance of a bill of lading not being necessary to complete 
the delivery and acceptance. St. Louis, etc., R. Co. vs. Bur 
row, 116 S. W. 198 (Ark.); Garner vs. St. Louis, etc., R. Co. 
96 S. W. 187 (Ark.); Cent of Ga R. Co. vs. Bird, 73 S. E. 599 
(Ga.). 

It is our view that, if the bill of lading is issued before the 
shipment is made, this being prima facie evidence of receipt 
of the goods by the carrier, the date of the billing will, if um 
controverted by proper evidence, determine the rate to use; 
that if the goods are physically taken by the carrier into its 
possession, with full knowledge as to routing and destination, 
so that their transportation may be begun without further action 
on the part of the shipper, the date such possession was taken 
will determine the applicable rate, regardless of the date of 
the billing, or the date the transportation is commenced. 

See, in this connection, the Commission’s order of Novel: 
ber 17, 1910, which reads as follows: 


On the 20th day of January, A.D. 1910, this Commission issued 
an order in the following terms: 
“It is ordered, That all carriers subject to the Act to Regulate 
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Commerce be warned that a false entry as to date, or otherwise, upon 
a bill of lading, is a misdemeanor within the meaning of Section 20 
of said act, and that in case of any such false entry hereafter aris- 
ing, criminal prosecution of those responsible therefor will be re- 
quested.”’ 


An investigation by the Commission has developed the fact that 
certain rail carriers at Chicago, Ill., and at other points are issuing 
bills of lading showing a date prior to that upon which shipping 
instructions are received by the carrier. These bills of lading pur- 
port to show that cars are in course of transportation to named 
consignees on a date prior to that upon which such consignees are 
indicated to the carrier. In specific cases brought to the attention 
of the Commission this has resulted in loss to buyers of property 
through the presentation of such bills of lading as proof that ship- 
ments had been made on contract days, although such shipments 
had not been ordered forward until some days after the date shown 
in the bills of lading. Therefore, 


It is further ordered, That all carriers subject to the act to 
regulate commerce be warned that not only must property to be 
transported be in the possession of the carrier issuing bill of lading 
therefor at the time of such issuance, but such bill of lading must 
be dated as of the day upon which the shipping instructions are 
fully given and the carrier finally authorized to forward the property. 


Tariff. Interpretation—Application of Rule 41 of Classification 
to L. C. L. Shipment Subject to Minimum Charge 


Ohio.—Question: We would appreciate your giving us your 
opinion in connection with the application of the 20 per cent 
penalty in Rule 41 of the Consolidated Classification, when 
used on less-than-carload shipments, where the minimum charge 
is applicable. 


Section 1 of Rule 41 provides that the freight charges will 
be increased 20 per cent, with a minimum increase of 2 cents 
per 100 pounds, on shipments in fibreboard boxes that do not 
completely comply with the requirements and specifications of 
Rule 41. Taking for example a less-than-carload shipment from 
“A” to “B,” weighing 96 pounds, in a fibreboard box, and using 
an applicable class rate of $1.00 per 100 pounds. It will be 
noted that the weight of the box and contents is 6 pounds 
heavier than permitted under Rule 41, and therefore the 20 
per cent penalty is applicable. The question in our mind is 
Whether the 20 per cent should be added to the minimum 
charge or whether it should be added to the charges that result 
from multiplying the actual weight by the rate per 100 pounds. 
Taking the example referred to above, 96 pounds at $1.00 per 
100 pounds would produce 96 cents, and adding the 20 per cent 
penalty of 19 cents to this amount would result in a transpor- 
tation charge of $1.15. On the other hand, the minimum charge 
for 96 pounds at $1.00 per 100 pounds is $1.00, and adding a 
20 per cent penalty of 20 cents would produce a transportation 
charge of $1.20. We would appreciate your giving us your 
opinion as to which method is proper. 

Answer: Section 1, of Rule 41, states that when articles 
are tendered for transportation in fibre boxes and the require- 
ments and specifications of this Rule are not fully complied 
with, the freight charges on such articles will be increased 20 
per cent, with a minimum increase of 2 cents per 100 pounds 
above the charges applicable on such shipments in boxes that 
do comply with the requirements and specifications. 


It will be observed that it is the charges applicable on a 
shipment in boxes that comply with the specifications that is 
to be increased. This charge in your example would be the 
minimum charge of $1.00. Therefore, in our opinion, the 20 
per cent penalty is to be added to the minimum charge of $1.00. 
Tariff Interpretation—Application of Emergency Charge on 

Furniture 


Ohio.—Question: We would appreciate your giving us your 
opinion in connection with the application of the emergency 
charges prescribed by the Interstate Commerce Commission 
under Ex Parte 103, in connection with carload commodity rates 
on furniture. 


The Commission, in their Supplemental Report in Ex Parte 
103, decided December 5, 1931, stated that on shipments of 
furniture moving under rates the same or less than those pre- 
scribed or approved in Docket 17000, part 5, should not be 
subject to any surcharge on and after dates when the rates in 
Docket 17000, part 5, became effective, which date was set as 
February 25, 1932. Taking, for example, Items 3460 and 3465 
of Trans-Continental Freight Bureau Westbound Tariff 1-L, 
which items largely cover metal office furniture, less-than-car- 
load and carload, in your opinion is the emergency charge of 
2 cents per 100 pounds applicable in connection with the articles 
of furniture covered in these two commodity items? 

Answer: Item 3 of Trans-Continental Freight Bureau West- 
bound Tariff No. 1-L, Agent Toll’s I. C. C. 1296, provides that 
charges resulting from the rates in this tariff, or as same may 
be amended, are subject to the provisions of Tariff of Emergency 
Charges T. C. Freight Bureau Tariff No. 53-B, Agent H. G. 
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Toll’s I. C. C. No. 1290, supplements thereto or successive issues 
thereof. 


Paragraph A of Item 50 of the Tariff of Emergency Charges 
provides that unless otherwise provided in this tariff, the emer. 
gency charge rate will be 2 cents per 100 pounds on all com. 
modities, in carloads. 

There being no exception in Trans-Continental Freight 
Bureau Westbound Tariff No. 1-L, Agent Toll’s I. C. C, 1296, 
against the application of the emergency charges to rates pub- 
lished in Items 3460 and 3465 nor in the Tariff of Emergency 
Charges, Agent Toll’s I. C. C. No. 1290, it is our opinion that 
the emergency charge must be added to the rates published 
in the above referred to items. 


Tariff Interpretation—Minimum Charge on Less Carload Freight 
Moving on Commodity Rates 


Wisconsin.—Question: Referring to your answer to Indiana, 
on page 312 of the Traffic World of August 13th, under the cap 
tion, “Tariff Interpretation—No Conflict Between Charge Ob- 
tained from Applying Rate to Weight and Minimum Charge 
per Shipment,” as to the minimum charge applicable on a com- 
modity subject to a commodity rate of $2.73 per cwt., where 
the specific commodity is rated higher than first class in the 
Western Classification, under Rule 13 of the Classification the 
minimum charge would be 100 pounds at the first class rate, 


We desire to call your attention to Supplement No. 8, T. C. 
F. B. Tariff No. 1-L, Agent Toll’s I. C. C. 1296, page 1, Item 
No. 1%. Through the writer’s efforts this new minimum charge 
rule was established on less than carload shipments of com- 
modities subject to an L. C. L. commodity rate. You will note, 
however, that this new item does not apply in connection with 
shipments from points taking Group A, Group B or Group D 
rates. Some parts of Indiana are subject to Group D rates and 
your Indiana subscriber may be interested in this proposition. 


Answer: Subject to the territorial limitations set forth in 
your letter, Item No. 1% of Trans-Continental Freight Bureau 
Tariff No. 1-L, Agent Toll’s I. C. C. No. 1296, effective August 
15, 1932, in supplement No. 8, provides that the minimum charge 
for a single shipment of less-than-carload freight from one con- 
signor to one consignee on one bill of lading moving under less 
carload commodity rates, named therein, shall be for 100 pounds 
at the commodity rate applicable thereon, but not to exceed 100 
pounds, at the first class rate. 


Routing and Misrouting—Shipper’s Route Incomplete—Duty of 
Carrier 


New York.—Question: May I ask your opinion on the fol- 
lowing question? A shipped a less than carload shipment of 
aluminum from Massilon, Ohio, to B at Cordele, Ga.; routing 
shown on bill of lading was via P. R. R.-S. A. L. Jones’ Tariff 
I, C. C.-2294 prohibits the application of the rate through the 
Virginia Gateways, the through rate applying through the Cin- 
cinnati Gateway. The initial carrier when billing the ship- 
ment billed the same in connection with the R. F. & P., thence 
Seaboard Air Line to destination, causing the assessing of a 
combination rate. A has entered claim for the difference in 
rate as assessed and the through rate applicable via Cincinnati. 


It is my contention that this shipment was misrouted by 
the carrier, in that R. F. & P. was inserted on the billing, 
whereas the through rate applies through Cincinnati and the 
shipment could have been billed in connection with the L. & N. 
protecting the through rate. It is also my contention that it 
is the duty of the initial line to route a shipment over the 
cheapest, reasonable, favorable route consistent with routing 
instructions specified by the shipper, which in this case, was 
P. R. R.-L. & N.-S. A. L. 


The initial carrier has contended that failure to observe 
shipper’s routing only made them liable to the extent of the 
actual damage resulting therefrom and that in this case it is 
not shown that their action in billing through the Virginia Gate- 
way (viz.: R. F. & P.) has resulted in any damage, in that they 
claim the charges assessed via the route of movement were n0 
higher than via the bill of lading route. They believe their 
position correct, claiming Interstate Commerce Commission 
Rulings, stating if shipments are specifically routed by shipper 
and are forwarded via a route over which a lower rate applies, 
the shipments are misrouted but the shipper is not damaged 
thereby, as the damages for misrouting are measured by the 
extent to which the charges collected exceed those which 
would have accrued via the route directed by the shipper. 


In conclusion, the writer contends that by their inserting 
in the bill of lading an intermediate carrier (R. F. & P.) they 
have accepted liability, in that they could have protected the 
through rate by billing via L. & N. as an intermediate carrier. 
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Answer: The Commission has held that where the rate 
via a route over which a shipment is routed by a carrier is as 
low or lower than the rate via the route over which the shipper 
has routed a shipment, there is misrouting but no damage. 
See Northwestern Traffic Service Bureau vs. M. P. R. R. Co., 
1a 1... ©. 471. 

Where the route shown by the shipper in the bill of lading 
is incomplete it is the duty of the carrier to forward the ship- 
ment via the cheapest route consistent with the shipper’s rout- 
ing instructions. Dann-Gerow vs, A. C. L. R. Co., 142 I. C. C. 
356; Williams & Sons vs. A. C. L. R. Co., 160 I. C. C. 631. 

Under the decision of the Commission in Ozark Hardwood 
Lumber Co. vs. C. M. & St. P. R. Co., 136 I. C. C. 568, where 
a shipper specifies a carrier which in connection with the 
originating line forms a through route from point of origin to 
destination, the initial carrier cannot be charged with having 
misrouted the shipment if it bills it over that route instead of 
selecting a cheaper route in which those carriers participated, 
but with a third carrier intervening. 


In National Supply Company vs. C. B. & Q. R. R. Co., 66 
I. C. C. 604, and Hogan Bros. vs. C. B. & Q. R. R. Co., 113 
I. C. C. 228, the Commission holds that where the lines speci- 
fied in the routing instructions of the shipper, through the 
medium of an intermediate switching carrier whose charges 
are absorbed by the initial carrier, form a complete route from 
point of origin to point of destination, the routing instructions 
for all practical purposes are complete, and therefore a ship- 
ment which is forwarded via such a route has not been mis- 
routed, even though a lower rate is applicable over another 
route, the use of which route requires the service of a third 
and intervening carrier, that is, a carrier other than a switch 
earrier whose charges are absorbed by one of the carriers 
specified in the shipper’s instructions. 


There is, as we understand, a connection between the P. 
R. R. and the Seaboard Air Line at Portsmouth through a belt 
line, whose charges may be absorbed by the P. R. R. 

If so, the P. R. R. could have forwarded the shipment via 
this route and therefore in forwarding the shipment via a 
route over which the rate was no higher than via the route 
over which it could have, under the shipper’s routing instruc- 
tions, forwarded the shipment the shipper has not been dam- 
aged by the carrier’s misrouting of the shipment. 
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Personal Notes 


Paul Shoup, vice-chairman of the Southern Pacific Con. 
pany, was a guest of President Hoover at the Rapidan camp 
over the week-end of August 27. 


Resignation of Robert E. M. Cowie as president of the Rail. 
way Express Agency was accepted by the board of the company 
this week. Pending Mr. Cowie’s formal retirement under pep. 
sion regulations next February, the board voted him the hop. 
orary position of “president retired,” in recognition of his long 
service. Mr. Cowie’s entire business life has been spent jp 
the express service. L. O. Head, vice-president at Chicago, was 
elected president, succeeding Mr. Cowie. 


Captain William Lyons, who retired from service with the 
American-Hawaiian Steamship Company last October, died at 
Yarmouth, N. S., August 26. He was seventy-three years old 
and had been in continuous service in the American Merchant 
Marine for sixty years at the time of his retirement. Forty. 
four of those years were spent in the service of the American. 
Hawaiian and its predecessors. 

Robert J. Menzies, traffic manager of the New York Cep. 
tral for territory east of Buffalo, died at his home in Brooklyn 
after an extended illness August 27. He was sixty-four years 
old. He became a messenger for the New York Central when 
he was fourteen years old. 


C. A. Clements, assistant general manager of the Missouri 
Pacific Lines in charge of terminals, has been named to suc. 
ceed E. C. Wills as assistant general manager in charge of wage 
and labor matters, it has been announced by J. Cannon, vice- 
president and general manager. Mr. Wills was retired August 
6 on reaching the age limit of 70 years. 

Arthur J. Lehmann, traffic manager of the St. Louis South. 
western Railway, died in St. Louis August 26, as a consequence 
of a general physical breakdown. Born in St. Louis, he was 
forty-five years old at the time of his death. He had been with 
the Cotton Belt eighteen years, and previously was with the 
Missouri Pacific System for nine years. 

Armand J. Bas, who has been in the passenger department 


Port of Rochester 


NEW YORK 


Foremost United States Port 
on Lake Ontario 


New half million dollar dock 


and terminal completed and 


ROCHESTER PORT COMMISSION 


Offices—Municipal Harbor Terminal, Charlotte Station 


Rochester, N. Y. 


now in operation. Dock 1400 


feet long. 


Over 20 feet of water through- 
out harbor. Switching con- 
nections with all Rochester 
railroads. Unsurpassed facil- 
ities for handling freight and 
passenger traffic. Large fire- 
proof warehouse. 


For further information 
address the Commission. 
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@ Economical 
@ Speedy 
BILLS of LADING 


q> 





for 


Continuous, in Rolls or 


Flat-Pack Form 


NY, 
wes * AN 


Triplicate - Quadruplicate 


AUTOGRAPHIC REGISTERS 
or BILLING MACHINES 


and TYPEWRITERS 


Horder’s Traffic Personnel will gladly check 
your Bills of Lading forms and assist you in 
revising them, if necessary. Send samples of 
your present forms and get our attractive 


prices. 


Sample Folder of Traffic Form Line will be 
sent upon request on your letter head. 


Horder forms are continuously checked and 
revised against latest practices, rules and 


regulations. 


I. C. C. FORMS 


Rule 5 Statement 
Special Docket 


RULED FORMS 


Car Records 


Claim Records 
Shipment and 
Tonnage Records 


TARIFF FILES 
VISIBLE CLAIM 


RECORD 


EXPORT FORMS 


Invoices for all Brit- 
ish Empire Points, 
Japan, France, Bra- 
zil, Peru, Export Dec- 
laration, Return Affi- 
davit. 


DOMESTIC 
FORMS 


Affidavits, Indemni- 
ties, Claims, Tracers, 
Freight Bills, Car Or- 


ders, Express Claims. 


HORDERS, Inc. 


231 S. Jefferson St. 


Chicago 


The Traffic World 
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of the United States Lines at San Francisco, is now generaj 
passenger agent of the Interocean Line. 

Charles S. Grant, formerly president of C. S. Grant and 
Company, Inc., freight forwarders, has been appointed vice 
president, Draeger Shipping Company, in charge of the Ney 
York office. B. D. O’Brien, formerly secretary and treasurer o 
rs S. Grant and Company, has succeeded Mr. Grant as pregj. 
ent. 

The Gulf-Pacific Line has opened a New York office with 
Ray F. Thompson, formerly of its Chicago office, in charge. 

At a general meeting in the assembly hall of the American 
Freight Traffic Institute, New York, September 7, Andrew J. 
Lilliedahl, traffic manager, Consolidated Automatic Merchandis. 
ing Corporation, will speak on ‘Freight Traffic Management: Its 
Relation to Trade and Commerce.” 

G. W. Young has been appointed traveling freight and 
passenger agent, Wabash, at Philadelphia, succeeding B. M. 
Pilatz, transferred to Kansas City, Mo. The appointment js 
effective September 5. 

W. D. Dimmitt has been appointed foreign freight agent, 
Norfolk and Western, with offices in Norfolk, Va., and New 
York. He succeeds J. W. King, retired. The position of as. 
sistant foreign freight agent at Norfolk has been abolished, 

W. H. Hillis has been appointed assistant superintendent 
of the LaCrosse division of the Burlington, with headquarters 
at North LaCrosse, Wis., succeeding J. L. Mulroy, transferred. 

Frank E. Burke has been appointed general freight agent 
in charge of solicitation of oil traffic, Chicago, Attica and South- 
ern, with headquarters at Tulsa, Okla. 

Professor L. C. Sorrell, of the University of Chicago, has 
obtained a year’s leave of absence to make certain economic 
studies in the field of transportation for the Railway Business 
Association. 





Doings of the Traffic Clubs 





The Transportation Club of St. Paul was invited to a “Pep 
Fest and Booster Luncheon” sponsored by the St. Paul Junior 
Association of Commerce at the Hotel Lowry August 29. 

A novelty card party was given by the Women’s Traffic Club 
of Birmingham at the Elks’ Club August 25. Mrs. H. B. Seik- 
man was chairman of the committee in charge of entertainment. 








The next monthly meeting of the Junior Traffic Club of 
Chicago will be held at the Palmer House September 8. Dr. 
Frederick A. Perry, of the National Citizens’ League of Amer- 
ica, will speak on “The Morning Cometh and Also the Night.” 
A club picnic is set for September 11 and will be at Washington 
Park, Michigan City, Ind. There will be a baseball game be- 
tween carriers and shippers, boating, bathing, dancing, and 
other entertainment. 





Speakers at a “Steamship Night” meeting of the Pacific 
Traffic Association at the Palace Hotel, San Francisco, Septem- 
ber 18, will be Major Edward H. Bowie, meteorologist in charge 
of U. S. Weather Bureau, San Francisco; Captain H. W. Rhodes, 
superintendent of the eighteenth district, U. S. Lighthouse Serv- 
ice, San Francisco, and Captain T. J. Maher, in charge of San 
Francisco office, U. S. Coast and Geodetic Survey. 





The next meeting of the Women’s Traffic Club of San Frat 
cisco will be September 14, instead of September 15, as prevl- 
ously announced. An educational program and entertainment 
are planned. 





At a meeting of the Traffic Club of Newark at the Chamber 
of Commerce Building September 12, J. M. Fitzgerald, vice: 
chairman, Committee on Public Relations of the Eastern Rail- 
roads, will speak on “Governmental Regulation of Transporta- 
tion.” The annual outing of the club will be held at the 
Wachung Valley Country Club, Wachung, N. J., September 22. 





NEW COMPLAINTS FILED 


No. 25463. Jill Bros., Inc., New York, N. Y., vs. Railway Express 
Agency, Inc., et al. , 
Rates and charges in violation first three sections, strawberries. 
points in Florida to Jersey City, N. J., and New York, N. Y.. 4° 
compared with rates, estimated weights and charges, from points 
in La. Asks rates and reparation. 
No. 25467. H. Moffat Co. et al., San Francisco, Calif., vs. S. P. et al: 
Rate in violation sections 1 and 3, fresh frozen meats, Butte. 
Mont., and Spokane, Wash., to points in Calif., as compared with 
rate from Butte to St. Paul, Minn., St. Joseph, Mo., Omaha, Neb., 
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Short Line 


, | To and From 
‘t| The Middle West 


Through Service via Connellsville with 
P. & L. E. and connections 
P. & W. V. and connections 









WESTERN MARYLAND RAILWAY COMPANY 
General Offices, Standard Oil Bldg., Baltimore, Md. 


Traffic Representatives located in the following cities: 


Baltimore, Chicago, Cincinnati, Cleveland, Cumberland, Elkins, 
Hagerstown, Kansas City, New York, Philadelphia, Pittsburgh, 
Reading, St. Louis, Toledo, York. 
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COTTON RECORDS 
BR O KE N 


At HOUSTON 
1931-32 


st Largest export movement in his- 


2d 
3d 


Ath Largest amount in storage at sea- 
son’s close 


Largest coastwise movement 


Largest amount handled by motor 
truck 


More and more shippers are finding that cot- 
ton can be shipped, quicker, cheaper and more 
conveniently through the world’s premier 
cotton port. 


‘ WHEREVER YOUR COTTON IS GOING 
YOU’LL SAVE MONEY 
shipping through 


HOUSTON 


Get the 
Houston Port Book and Port Register 


They contain rates, tariffs and other impor- 
tant news and information of shipping in the 
Southwest. 


The Traffic World 


Vol. L, No, 1) 


Leavenworth, Kan., Kansas City, Mo., Council Bluffs, Ia., ang 
Chicago, Ill. Ask cease and desist order and rates. 
No. 25469. W. B. Davis & Son, Inc., Ft. Payne, Ala., vs. A. G,/g 

Unreasonable rate, chipboard or pulpboard, Chattanooga, Tenn. 
to Ft. Payne, Ala. Asks reparation. F 

No. 25470. Hugh M. Morris and James H. White, receivers, for South. 
ern Natural Gas Corporation, Birmingham, Ala., vs. 4. G. S. et al 
_ Rates and charges in violation section 1, 2, 4 amd 6, wrought 
iron pipe, Gary, Ind., to points in Ala., and Miss. 
and desist order and reparation. 

No. 25471. South Jersey Coal Merchants’ Association et al., Camden 
N. J., vs. Atlantic City R. R. et al. 

Unreasonable rates and/or charges, anthracite coal, in points jy 
Pa. to Camden and other N. J. points. Asks rates and reparation. 

No. 25472. I. A. Braden, Leoti, Kan., vs. A. T. & S. F. et al. 

Charges in violation sections 1 and 6, sheep, Mosquero, N, M, 
to Kansas City, Mo. Asks reparation. 

No. 25473. Ohio-Kentucky Associated Industries, Cincinnati, 0., ys, 
Alton et al. 

Rates in violation sections 1 and 3, brick and articles taking 
same rates, points in Ohio and Kentucky to points in Ill, Ind, 
Ia., Mich. (lower peninsula), Mo. . and Wis., as compared with 
rates from St. Louis, Mexico, Fu ton and other points in Mo 
and points in Ill. and Ind. Asks rates. 

No. 25473, Sub. No. 1. Same vs. A. & W. et al. 

Rates in violation sections 1 and 3, brick and articles taking 
same rates, Cincinnati, O., and Louisville, Ky., to points in Ill, 
Mich., Minn. and Wis. as compared with rates from Chicago, 
Ottawa and Danville, Ill., St. Louis, Mexico and Fulton, Mo,, 
and other points in Ill., Ind. and Mo. Asks rates. 


ASKS cease 


CAR SURPLUS REPORT 
The average daily surplus of freight cars in the period 
August 1-14, inclusive, was 742,928 as compared with 763,560 
cars in the preceding period, according to the car service divyi- 
sion of the American Railway Association. It was made up as 
follows: 





Box, 326,142; ventilated box, 2,235; auto and furniture, 59,357; 
total box, 387,734; flat, 25,048; gondola, 162,648; hopper, 121,736; total 
coal, 284,384; coke, 1,504; S. D. stock, 24,720; D. D. stock, 4,273; re- 
frigerator, 13,066; tank, 459; miscellaneous, 1,740. 


Canadian roads reported a surplus of 41,770 cars, made up 
of 37,175 box, 1,970 auto and furniture, 900 flat, 150 gondola, 250 
S. D. stock, 725 refrigerator and 600 miscellaneous cars. 


Oe Wee See Ger Oeo Gor Seo Ger Ger Geo Soe GerGer®. 


Docket of the Commission 


*Oor@erOor@e 


NOTE—items in the Docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign 
ments now on the Commission’s docket of dates later than hereir 
shown will not bear asterisks when they do appear. Cancellations 
and postponements announced too tate to show the change in this 
Docket will be noted elsewhere. 








September 7—Washington, D. C.—Examiner Woodrow: 
Finance No. 3976—Excess income of Virginian Ry. 


September 7—Washington, D. C.—Examiner Waterbury: 
— No. 3703—Excess income of Doniphan, Kensett & Searcy 
y. 
September 7—Washington, D. C.—Examiner Norpel: 
F iuanee No. 3958—Excess income of Tucson, Cornelia & Gila Bend 


September 7—Pittsburgh, Pa.—Examiner Disque: 
a ee Tar Products Co., Inc., et al. vs. Ky. & Ind. Ter- 
minal R. R. 


September 7—Washington, D. C.—Examiner Williams: 

21718—Hill Motor Car Co. vs. M. C. R. R. et al. (further hearing). 

24056—Savannah Traffic Bureau, Inc., for and in behalf of Chat- 
ham Motor Co. et al. vs. M. & M. T. Co. et al. 

24361—_Wm A. Estaver Co., Inc., et al. vs. M. & M. T. Co. (fur- 
ther hearing). 

a oon Motor Car Co. vs. M. C. R. R. (N. Y. C. R. R., lessee) 
et al. 

September 7—Johnson City, Tenn.—Examiner Konigsberg: 
25448—Johnson City Foundry & Machine Co., Inc., vs. Sou. Ry. 
September 8—San Francisco, Calif.—Railroad Commission of State of 

California: 
* |, & S. 3795—Canned goods between California points. 
September 8—Knoxville, Tenn.—Examiner Konigsberg: 
25295—Blue Diamond Coal Co. et al. vs. L. & N. R. R. et al. 
* 25338—Federal Furniture Factories, Inc., vs. B. & O. R. R. et al. 
September 26—Columbia, S. C.—Railroad Commission of S. C.: 
* Finance No. 9331—Rockton & Rion Ry. proposed acquisition and 
operation. 
September 8—Detroit, Mich.—Examiner Disque: 
' 25315—-Edson, Moore & Co. et al. vs. B. & O. R. R. et al. 
September 8—Cheyenne, Wyo.—Commissioner Lee: 
nage—-Public Service Commission of Wyoming vs. A. T. & S. F. Ry. 
et al. 
September 8—Washington, D. C.—Examiner Wilkinson: ; 
wiganse No. 3711—Excess income of East Broad Top R. R. & Coa 
oO. 
ogo 8—Washington, D. C.—Examiner Johnson: 
inance No. 3825—Excess income of McCloud River R. R. 
ow 8—Washington, D. C.—Examiner Warren: 
inance No. 6360—Excess income of Tooele Valley Ry. 
September 9—Chicago, Ill.—Examiner Disque: 
1. & S. 3790—Crushed stone from Indiana to Maroa, IIl. 
September 9—Washington, D. C.—Examiner Williams: 
18283 (and Sub. 1)—J. Caldewell & Co., Ltd., et al. vs. A. C. L. R. R. 
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UNITED FRUIT 
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FLEET 












! MPANY 


Regular Freight and Passenger Service 
BETWEEN 
New York, New Orleans, Boston and San Francisco 
AND 


Cuba, Jamaica, Panama, Colombia, Costa Rica, 


The Traffic World 


In CHICAGO 





Guatemala, Honduras, British Honduras, 
Mexico, Nicaragua, Salvador. 
Weekly service with transshipment at Cristobal (Canal 
Zone) to West Coast Ports of Central America, South 
America and Mexico at differential rates. Through 
bills of lading to all points. 


Shipments to El Salvador handled expedi- 
tiously via Puerto Barrios, Guatemala and the 


International Railways of Central America. 
For Rates and Other Information Address: 


FREIGHT TRA 





FFIC DEPARTMENT 


Pier 3, Nerth River, New York, N. Y. 


1001 Feurth St., 111 W. Washington St., 
San Franelsee, Calif. Chicago, ti. 

Long Wherf, 321 St. Charles St., 
Besten, Mase. New Orleans, La 


General Offices: One Federal Street, Boston, Mass. 





Wilmington 


Protect merchandise 
in transit with ‘‘Shure- 
dry” or “Fultex” wa- 
terproofed tarpaulins. 
They offer the kind of 
service you like to re- 
ceive. 

Write our nearest 
plant for samples and 
prices on tarpaulins, 
roll duck, wiping 
cloths, laundry bags, 
ice crushing bugs, 
meat cloths, etc. 


We solicit specifi 





c inquiries relating to 
our facilities, our rates and terms. 
Charles H. Gant, Manager 
WILMINGTON MARINE TERMINAL 


Fulton Bag & Cotton Mills 


Atlinta St Louls Daath 
Minavapolls Brooklyn Now Orleoms Kumsas City, Kan 
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Direct Delivery to All Com- 
mon Carriers via Public 
Tunnel Station No.4 
Located in the Terminal. 





The CENTER of the 


GREAT CENTRAL MARKET 


Located only a few squares 
from the heart of Chicago's 
Loop, directly connected with 
the trunk lines of the Chicago 
Merchandise Tunnel system, 
and with water, rail and truck 
facilities at its door, 
the Soo Terminal 
Warehouse offers 
shippers unusual ad- 
vantages as a central 


SO 








distribution point for the 
entire Chicago area. 


We can fit into your present 
distribution scheme or assist 
in developing one. Besides 
merchandise package storage 
and pool car distribu- 
tion, we can supply 
office space or indi- 
vidual street frontage 
units. Write for full 
particulars. 


TERMINAL 
WAREHOUSE 


519 West Roosevelt Road 
CHICAGO 


NEAR THE LOOP—AWAY FROM TRAFFIC DELAYS 


Insurance 
Savings 


When you ship your cargoes via 
American Mail Line President Liners 
you are saving time, money and in- 
surance costs. These vessels travel the 
shortest, most direct route to the 
Orient, thus saving days in transit 


time, with resultant lower shipping and 

insurance costs. 

In addition, this service is augmented by 
a fleet of fast cargo liners making regu- 
lar sailings to Japan, China and the 
Philippines. 
For full information apply desk No.6 


32 Broadw: 
1714 Dime 


110 S. Dearborn St 
Union Trust Bldg. Arcade 


York 
Detroit 
Chicago 
Cleveland 


General Freight Office 
740 Stuart Building...............Seattle 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 
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QUAKER LINE 
DEPENDABLE SERVICE 


From ALBANY, N. Y. — Fortnightly 
BOSTON MASS, — Fortnightly 
NEW YORK, N.Y. — Weekly 
BALTIMORE, } MD, —Fortnightly 
PHILADELPHIA, PA.—Weekly 


To omy © Cont Zone), San Diego, 
es, San Francisco, 


Outland, I Pentland: Seattle, Tacoma. 
For Rates and Other Particulars Apply 


QUAKER LINE 


PHILADELPHIA: The Bourse BALTIMORE: “7 4 Building 
BOSTON: 33 Broad Street CHICAGO: 327 S. LaSalle St. 
NEW YORK: 17 Battery Place DETROIT: General Motors Building 
ALBANY: D. & H. Building PITTSBURGH: Gulf Building 


ATTORNEYS AT LAW 






Practicing HARRY C. AMES 
before the ATTORNEY AT LAW 
INTERSTATE Buccesser to Keene & Ames 
COMMERCE Fermerly Attorney and Examiner 


Interstate Commerce Commissien 


COMMISSION Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 


Commerce Counsel 
and Attorney 


Philcade Building, Tulsa, Oklahoma 
Oklahema City Office, Petroleum Bldg. 
Washington Office, Southern Bldg. 








TRAFFIC MANAGERS 
T. J. McLAUGHLIN Traffic 


TRAFFIC COUNSELOR 





Interstate Commerce and State Commissien Cases and 
Departmental Service Commerce 
713 Mills Bldg. Sp ecialists 


WASHINGTON, D. C. 





HENRY J. SAUNDERS 


CONSULTING ENGINEER 
Cost and Statistical Analyses—Matters Relating 
tes—Censo 


Valuation 
Experts 


te Ra lidatiens and Valuatiens 


643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 


LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 


Rates and Routing All in One Book! 
Send for Sample Sheets 


G. R. Leonard & Co. 


155 N. Clark St., Chicago 15 E. 26th St., New York 
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et al. (further hearing, for purpose of affording parties an oppor. 
tunity to make proof of shipents and paying and bearing of Charges 
thereon, and for purpose of determining amount of reparation 
due parties under findings in these cases). 

September 10—Nashville, Tenn.—Examiner Konigsberg: 
25349—Allen Manufacturing Co. et al. vs. L. & N. R. R. et al, 
25452—Allen Manufacturing Co. vs. L. & N. R. R. et al. 

September 10—Richmond, Va.—Examiner Archer: 
25128—Bedford Pulp & Paper Co. vs. Erie R. R. et al. 
25128-Sub. No. 1—Bedford Pulp & Paper Co. vs. C. & O. Ry. et al, 


September 12—Washington, D. C.—Examiner Weems: 


25206—Growers’ & Shippers’ League of Florida et al. vs. A. ¢, L, 
me. . OC Hi. 
September 12—Argument at Washington, D. C.: 
* Finance No. 9032—Marianna & Blountstown R. R. proposed acquisi 
tion and construction. 
September 12—Chicago, Ill—Examiner Disque: 
1. & S. 3775—Transit weights on hay in C. F. A. territory. 
September 12—Jackson, Tenn.—Examiner Konigsberg: 
25389—-Cash Economy Wholesale Grocery Co. et al. vs. A. C, L, 


R. R. et al. 


September 12—Washington, D. C.—Examiner Williams: 
25395—Llanerch Lumber & Coal Co. vs. Pa. R. R. et al. 


September 12—New York, N. Y.—Examiner Coyle: 
1. & S. 3779—Clay or kaolin from southern points to Canada. 
September 12—Wilson, N. C.—Examiner Archer: 
24881—Carolina Shippers’ Assn., Inc., et al. vs. Nfk. Sou. R. R. et al, 
24973—Carolina Shippers’ Assn., Inc., et al. vs. N. Y. C. R. R. ot at 
——a Shippers’ Association, Inc., et al. vs. A. C. L, R, 
et a 
September 12—Washington, D. C.—Examiner Bradford: 
Finance No. 3774—Excess alos of Jackson & Eastern Ry. 


September 12—Jackson, Tenn.—Examiner Konigsberg: 
25388—Martins-Currie Paper Co., Inc., vs. L. & N. R. R. et al. 
September 13—Chicago, Ill.—Examiner Disque: 
25293 (and Sub. 1)—John B. Busch Brewing Co. et al. vs. C. R, I. 
& P. Ry. et al. 
25292—-Shelbina Milling Co. et al. vs. C. B. & Q. R. R. et al. 
September 13—Memphis, Tenn.—Examiner Konigsberg: 
Ex Parte 105—Proposed increase in express rate. 
1. & S. 3732—Estimated weights on strawberries via express. 


Sogtember 13—Washington, D. C.—Examiner Boat: 
ourth Section Application No. 14668, filed by S. P. Co. (S. P. 8. §, 
Lines “Morgan Line” 
Fourth Section Readieatlon No. 14671—Filed by Mallory S. S. Co. 


September 13—Raleigh, N. C.—Examiner Archer: 
25245—Hiddenite Granite Corp. vs. Yadkin R. R. et al. 


September 14—Washington, D. C.—Examiner Weems: 
25305—American Seed Trade Assn. et al. vs. I. C. R. R. et al. 


September 14—Washington, D. C.—Examiner Sy 
Finance No. 3633—Excess income of B. & L. E. R. 
Finance No. 3966—Excess income of Union R. R. ‘Pittsburgh, Pa.). 
Finance No. 3719—Excess income of E. J. & E. Ry. 


September 14—New York, N. Ye -riane Coyle: 
1. & S. 3763—Newsprint paper—D. & H. R. R. points to New York. 


September 14—Washington, D. C.—Examiner Shinn: 

Fourth Section Application Nos. 14762 and 14788—Bituminous coal 
from Pa. and W. Va.—Coke, coke breeze, etc., from Fairmont, 
W. Va. 

September 15—Chicago, Ill.—Examiner Disque: 

25397—-Mid-West Forging Co. vs. Alton R. R. et al. 

September 15—Washington, D. C.—Examiner by eee 
25362—Daily Telegraph Printing Co., Inc., vs. B. & O. R. R. et al. 
September 15—Atlanta, Ga.—Examiner Archer: 

Fourth Section Application No. 14713—filed by J. 

J. E. Tilford, Agents. 


A. Streyer and 








RICHMOND. VA. 


Storers, Distributors and Forwarders 
of General Merchandise 
175,000 Square Feet Floor Space 

eg Sprinkled Buildings 
Le Southern R. R. Siding 20 Ins. Rate 
ef ~“2Z~—=s«Virginia Bonded Warehouse Corp. 
1709 East Cary Street 


We Bind The Traffic World 


In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Quality Work Guaranteed 
We Also Bind All Kinds of Publications 


The Book Shop Bindery ... 


3650-354 West Erie Street 
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in perfect condition 


WORTH AMERICAN CAR CORP. (°S") 327 sourm rasa st 


CHICAGO 















